



SIHdWaW ® 


“Pld seueyqoxrgy 


ALID OOIXaW @ 


ae ee ae 


LIG—ALIO WHOA MAIN @ 


Aus VAVELVY IU WY 


aS he a> Ty 








The Traffic World 


ISSUED EVERY SATURDAY BY 


THE TRAFFIC SERVICE CORPORATION, CHICAGO, ILL. 
(Copyright, 1927. Twenty-first Year) 
(Member of A. B. C.) 


A working tool for traffic men, both industrial and railroad; a national journal of transportation news; independent as between carrier and shipper 








Vol. XL SATURDAY, SEPTEMBER 24, 1927 No. 13 

W. C. TYLER, Secretary-T ion i ituti it i x 

E. F. HAMM President tod Marner W. C EVER rer toees prise is pate ta pregiae P talgh it is pi 

as " v.A. WAIT, H.W. REL ASeerte Repc ame GLE fa oe stitutiona or not we ° not know, but we are firm y 
HAM % ie 

B, ein wine tiitinitie Wisshington News B convinced that it is unfair and contrary to public policy 








The Traffic World may be found on sale at the following 
Chicago—The Traffic World, 418 South Market fret 
Chicago—Postoffice News Co. 37 West Monroe S 
Washington—Traffic Service tion, Mills Building 17th and Pennsylvania. 
Washington—New Willard News Stand. 
New YR ne ag a Hotel News Stand. 
New York—Hotaling’s News Stand, W. — St, 
The Toute World way be send on Ce following tra 
Lehi oi Val beim = erie a igh Cinnitedt Philadelphian, 
a ica: orker, 
r? Philadelphia-New mg Fee 


TERMS OF SUBSCRIPTION 


OO ks os 6 LS Boh ee oe tm eS 8 6 68 * 4 or $10.00 

2 one 4° 6.8 GALS 6S Ce © 6 eK Oe we SS 6 
Gog... ae a ee eer eee ee ee ee ee 3.00 

SUMGEE CT 6. 6 6. Ss we ES ROS Se ele QH- 6 6 9 Oe 25 


418-430 South Market Street, 


Mills Building, 
pant ILL. WASHINGTON, D. C. 





HOCH-SMITH ACTION 


It has been a long trail, but the carriers, stung by 
the direct and disastrous effects of the Hoch-Smith 
resolution, have at last been aroused to action. It took 
practical effects, rather than theory or anticipated effects, 
to bring action and, of course, it took time for practical 
effects to be felt. But they are here now and so is 
the action, which we welcome. It takes the form of 
notice by the railroads that, if the Commission does not 
change its interpretation of the Hoch-Smith resolution 
as expressed in its decision in the case of the California 
Growers’ and Shippers’ League against the Santa Fe 
and others (on which we commented in this column 
August 20), they will proceed in an effort to have the 
Hoch-Smith legislation, as construed, declared unconsti- 
tutional by the courts and the decision of the Commission 
under it enjoined. 

The carriers, naturally, in their petition, hold that 
the decision of the Commission was not justified even 
under the Hoch-Smith resolution—in other words, that 
that resolution does not mean what the Commission held 
it to mean. That, of course, is subject to debate. We 
ourselves have held from the first that the resolution 
meant and could only mean just what the Commission 
now holds it to mean. If the railroads can show other- 
wise, the courts will, necessarily, enjoin the enforce- 
ment of the Commission’s order issued under its inter- 
pretation of the resolution. The Commission cannot 
well change its interpretation now in face of the chal- 
lenge by the carriers. So the fight is on. If the Com- 
mission is sustained in its interpretation of the resolu- 


tion, then the effort of the carriers is to show that the_ 
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which, we suppose, is much the same thing. 


At any rate, we have here an issue that may be 
expected to result in the courts knocking out the Hoch- 
Smith resolution, or, at least, knocking out any inter- 
pretation of it that makes it do what it is supposed and 
was intended to do. We think the Commission is right 
in its interpretation, but we shall be glad to see the 
courts hold otherwise, if that will check the bad effects 
of the legislation. We have campaigned for repeal of 
the resolution from the very start because we saw that 
just what has happened would happen or was likely to 
happen. We still think repeal the best thing, but if 
the courts will wipe out or denature the resolution, that 
will, perhaps, answer the same purpose and we shall 
be satisfied. Anyhow, selfish or unselfish, right or 
wrong, the carriers are doing a public service in making 
the issue. We hope they will win. If they do not, 
there is still the remedy of repeal. 


TIPS FOR PULLMAN PORTERS 


There is, of course, a certain justice in the plea of 
the Pullman porters that their salaries be such that they 
need not depend on tips for a living. Perhaps there 
is enough in it, in a legal sense, to compel the payment 
of reasonable salaries by the Pullman Company and 
the abolition of the recognized fee system as a method 
of compensation. That is for the lawyers to fight about. 
But we are wondering if the humiliation suffered by 
the colored gentlemen who wait on us when we travel 
in Pullmans, because they must accept their living from 
a grateful and well fed and cared for public, generous 
while traveling, is so real that, when their salaries are 
placed on a just basis, they will refuse to accept these 
tips. If so, shall we find our shoes polished when we 
arise in the morning? Shall we be able to get an extra 
blanket when our toes are frozen? May we have the 
window in our berth open just a little? Shall we be 
permitted to have the dust of travel brushed from our 
trousers without “digging” into those same trousers? 
We doubt it. That is, we are in doubt both as to 
whether porters would refuse the tips, if offered, and 
as to whether we would get the same hospitable service 
if the tips were withheld. Also we doubt that the tips 
would be withheld. Certainly, the laborer is worthy of 
his hire and it would seem that the Pullman Company 
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ought to pay anybody who works for it what his work 
is worth. But there is something about the nature of 
the work of the Pullman car porter that calls for tips, 
whether he gets a proper salary or not. Probably the 
tips would not be as large or as frequent if the passenger 
knew the porter was getting a decent salary, but it 
would be a long time before tipping ceased or became 
unusual. What the porters will get, then, if their peti- 
tion is granted, will be proper compensation in salary 
and tips besides—a sort of salary and fee system such 
as was once popular in public office. We confess that, 
adequate salary or inadequate salary for the Pullman 
porter, we should not care to travel far or often in his 
car without crossing his palm with an adequate piece 
of silver. And, by the way, if the porters are to be put 
on an adequate salary basis, why not the same thing 
for the red caps who hustle our baggage in the station 
and see that we get the right train and the right berth? 
Also it might be a good thing for waiters. As for wait- 
ers, however, we should, if we withheld a tip, be a little 
suspicious of the soup the next time we sat at that 
table even if we knew our waiter was receiving a 
respectable salary. 


COMMISSION APPOINTMENTS 

The resignation of W. H. Wagner, assistant chief 
examiner of the Commission, to enter the field of private 
practice is an illustration of a condition that we have 
mentioned several times before—the lack of opportunity 
for promotion for those who have served the Commission 
and the public well and who, through their familiarity 
with the Commission’s work, as well as on account of 
their ability and character, ought to be in line for ap- 
pointment to the Commission itself, but who must 
stand aside for those who obtain appointment because 
of political considerations and who are often without 
any qualifications for the positions to which they are 
appointed, except that, generally, they may be said to 
be intelligent and capable of learning. 

We are not intending in this particularly to suggest 
that Mr. Wagner be appointed to a place on the Com- 
mission, though we might well do so. We are merely, 
as we have said, mentioning his case as an illustration 
of a condition that is deplorable. He is not the only 
employe of the Commission that might well be elevated 
to its bench with benefit to the public and the personnel 
of the regulating body. It is unfortunate that when 
a man like Mr. Wagner has reached the point where he 
becomes as valuable as he is, he must look elsewhere for 
employment commensurate with his ability and satisfy- 
ing his natural and laudable desire to get ahead. There 
are not places on the Commission for all such men, to 
be sure, but that is no reason why now and then one 
of them should not be named. The public would bene- 
fit, not only in the appointment of the man himself but 
in the improvement in the spirit and industry of other 
similar employes who now, under the present system, 
find themselves confronting a dead wall. 

Our suggestion that something like a system of 
promotion for merit be adopted is especially appropriate 
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at this time when report says that there is to be a 
vacancy on the Commission through the resignation 
of Commissioner Hall. His retirement will be a great 
loss. He is one of the experienced and able men on 
the national regulating body. We hope we shall have 
to correct our report of his expected resignation. But 
if the report proves true, is the place to be filled by 
someone qualified for it—one of the able examiners of 
the Commission or someone else who has had experi- 
ence in the subjects with which he will have to deal and 
is otherwise fit for the job—or are we to have the same 
old scramble of the politicians who desire the place for 
themselves or their friends and to whose urgings the 
President and the Senate submit? The term of Com- 
missioner Esch expires at the end of this year, so there is 
still another appointment to be made in the near future. 
We and others have said much about the policy 
that should be followed in making appointments to the 
Commission and the kind of men that should be chosen. 
We believe that pretty much everybody concerned with 
railroad regulation agrees with us. But too little has 
been done about it. Resolutions have been adopted now 
and then and formal representations made, but it is 
doubtful if they have ever been brought to any presi- 
dent forcefully enough to attract his attention. His 
waste basket is full of such things. There should be a 
militant campaign on this subject now, and it should 
be kept up, for the benefit not only of the present White 
House incumbent and members of the Senate who must 
confirm any appointment made, but also of future 
presidents and senators. The appointing power changes 
constantly. Even if a president be convinced as to 
what he should do and act accordingly, he makes, usu- 
ally, not more than one or two appointments to the 
Commission and the work is all to be done over again 
with his successor. For that matter, however, not one 
president has yet shown that he understands what he 
should do in this respect or has cared to do it. Some 
appointments have been good, to be sure, but it just 
happened that they were good. The reasons behind 
them were chiefly political, Others have proved good 
after lapse of time, because the men appointed learned 
their business at the public expense. But they were not 
good when they were made. Others have been bad at 
the time they were made and never recovered. 
Shippers and railroads alike should insist on the 
right kind of appointments. Political pressure means, 
primarily and fundamentally, pressure from voters, or 
what is represented to be pressure from voters. Ship- 
pers and railroads can exercise as much pressure of 
that sort as any other class. They ought to doit. They 
can have little just cause for complaint, in a practical 
sense, if their affairs are not regulated properly when 
they do nothing to see that the right kind of regulating 
officials are appointed. The situation is the same as 
when voters permit demagogues and incompetents to 
be sent to Congress and then find fault with the kind 
of laws that are enacted. Of course, this kind of men 
ought not to be appointed or elected and vigilance com- 
mittees ought not to be necessary, but this is a practical 
world we live in and we have to work for what we get. 
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HOCH-SMITH TO BE CHALLENGED 


The Trafic World Washington Bureau 


The constitutionality of the Hoch-Smith resolution, as in- 
terpreted in No. 19130, California Growers’ & Shippers’ Pro- 
tective League vs. Atchison, Topeka & Santa Fe et al. 129 
I. C. C. 25, will be challenged by the defendant railroads untess 
the Commission itself changes its views as to the meaning of 
that piece of legislation set forth by it in the report in this 
case. Notice to that effect was given by the railroads in 
a petition for the postponement of the effective date of the 
Commission’s order dated July 20, for at least sixty days from 
October 10, the effective date named in the order. 


“Your petitioners are fully convinced that the Commission’s 
decision in this case is against the evidence and contrary to the 
law, and, if enforced, will deprive the carriers defendant of 
their property without the process of law,’ says the petition 
for postponeemnt of the effective date. Continuing, the attor- 
neys assert that the order will take the private property of 
the carriers for public use without just compensation in viola- 
tion of the fifth amendment to the Constitution of the United 
States; that they believe that it is in the interest of all, including 
the Commission, the shippers and receivers of deciduous fruit, 
and of all other commodities directly or indirectly involved, and 
of the carriers, that in the event their petition for reconsidera- 
tion, filed concurrently, be denied, that there be an authoritative 
determination of the constitutionality of the so-called Hoch- 
Smith resolution, if given the interpretation placed upon it by 
the Commission in its decision in No. 19130. 


The railroad attorneys said that in the event the petition 
for reconsideration was not granted, and the decision set aside 
and vacated, the railroads intended filing a bill in equity to 
enjoin the enforcement of the Commission’s order, and to obtain 
from a court of competent and final authority, an authoritative 
determination of the issues involved. The petition in which 
that notice was given was filed with the view to avoiding the 
necessity for incurring the expense of printing the tariffs con- 
taining the rates, which, under the terms of the order, were to 
be effective October 10. 


In their petition for reconsideration the carriers assert that 
the decision is contrary to the evidence; without evidence to 
support it, that the decision fixes rates so low as to be con- 
fiscatory in violation of the fifth amendment; that the decision 
is unreasonable and arbitrary; that the Commission acted con- 
trary to statutory authority; that it acted without statutory 
authority; that the decision is based on a mistake of the law, 
and that the decision is beyond the power which the Commission 
may constitutionally exercise and results, as before indicated, 
in violation of the fifth amendment. 


To support those allegations the carriers quoted from the 
points they had made not only in this case, but in prior cases, in 
which the Hoch-Smith resolution was given effect, to show gen- 
erally that the resolution did not authorize the making of rates 
on any basis other than that which was authorized by law 
prior to the adoption of the resolution. In this case the Com- 
mission found a rate of $1.73 on deciduous fruits from California 
to groups A to M, inclusive, except group J, unreasonable to 
the extent that it exceeded or might exceed $1.60 and that a 
rate of $1.62 to group J points, was unreasonable to the extent 
it exceeded or might exceed $1.50. 

The Commission found that the reduced rates would be the 
lowest possible “lawful rates compatible with the maintenance 
of adequate transportation service and are necessary to promote 
the freedom of movement by defendants of the specified prod- 
ucts of agriculture, now affected by existing depression in 
agriculture.” The carriers contended that those rates would 
give them returns not only less than 5.75 per cent, but actually 
less than rates which the courts would say were confiscatory. 

The Commission announced, September 20, that, in answer 
to the petition of the carriers, it had postponed the effective 
date of its order in No. 19130, California Growers’ and Shippers’ 
Protective League vs. Santa Fe et al., from October 10 until 
November 10. 





HOCH-SMITH LIVE STOCK 


Representatives of carriers, shippers and state commissions 
held a conference at the Commission September 20 with Exam- 
iners Stiles, Copenhafer and Parker as to the preparation of 
cost data in Southern Live Stock Rates, No. 17000, rate struc- 
ture investigation, part 9, live stock, southern territory rates, 
and cases grouped therewith. As the result of the conference 
the Commission shortly will issue a circular outlining the kind 
of information relating to cost to be submitted. 

The Commission, in No. 17000, Rate Structure Investigation, 
Part 9, live stock, has announced hearings in respect of rates 
involved in the southern and western territories, to be held in 
October and November, as follows: 


Western district rates, before Examiners Stiles and Parker, at 
Los Angeles, October 17, in the rooms of the California Railroad 
Commission, Sun Finance Building; and October 24, at Fort Worth, 
Tex., in the Hotel Texas. 

Southern territory rates: November 3, at Columbia, S. C., in the 
United States court room; Atlanta, Ga., November 7, at the Atlanta- 








Vol. XL, No. 13 





Biltmore Hotel; and November 10, at Louisville, Ky., at the United 
States court room, before Examiners Copenhafer and Parker. 

At the hearings in the western district, the Commission’s 
announcement says, state commissions and shippers will pre- 
cede the carriers in the presentation of evidence. Dates and 
places for further hearings in Western Trunk Line territory, 
the announcement says,-will be announced later. 


EXAMINER WAGNER RESIGNS 


Assistant Chief Examiner Warren H. Wagner, who has been 
in charge of No. 17000, rate structure investigation, practically 
since its creation, has tendered his resignation, to become effec. 
tive September 30. He has decided to practice before the Com- 
mission and to confine his work to that field. His resignation 
is due to his desire to obtain the rewards for his work the 
government treasury does not afford. Mr. Wagner has seen 
twelve years in the service of the Commission, in two periods. 
While not in the employ of the Commission he was in other 
governmental service, as an attorney. The retiring chief examiner 
was the original keeper of the Commission’s secrets until they 
were ready for publication. He entered the service of the Com- 
mission as secretary to Edward Moseley, the first secretary of 
the rate body. When the Commission was enlarged from five 
to seven members, Mr. Wagner was detailed to keep the minutes 
of the conferences in which the commissioners made their de- 
cisions. He returned to the Commission’s staff in 1920. Mr. 
Wagner has attended most of the conferences in No. 17000 and 
some of the hearings in that case, devoting practically all his 
time to that case. In addition, however, in the summer just 
past, he delivered a course of lectures on the work of examiners, 
to a class of 25 of the newer examiners. 


HALL RESIGNATION REPORT 


Seemingly trustworthy report has it that Commissioner Hall 
either has placed or is about to place his resignation in the 
hands of President Coolidge, effective about December 1. He is 
now on a vacation. Desire to give the President opportunity to 
consider the qualifications of men supposed to be available for 
appointment, without pressure in behalf of avowed candidates, is 
suggested as a reason for Mr. Hall not announcing his plan to 
retire from the government service with a considerable part 
of his term incomplete. No reason fo rthe retirement is sug- 
gested other than that Mr. Hall is unwilling longer to continue 
the burden of office, which, on account of his great industry, has 
been great. 

A movement has already started in the Rocky Mountain 
region in favor of Chairman Betts, of the Arizona commission, 
to succeed Mr. Hall, who is from Colorado. 


LEAGUE SEES PRESIDENT 


The Trafic World Washington Burea» 


The views of the National Industrial Traffic League on pro- 
posed railroad consolidation legislation were outlined Septem- 
ber 22 to President Coolidge by R. C. Fulbright, chairman, and 
Wilson Compton, of the League’s legislative committee, and 
J. H. Beek, executive secretary. The President was advised 
that the League, while not entirely satisfied with everything 
in the Fess-Parker consolidation bills, was, in the main, in 
sympathy with the provisions of those measures and would 
support legislation of that character at the coming session of 
Congress. The desirability of repealing the provisions of the 
present law requiring the Commission to prepare a plan for 
the consolidation of the railroads into a limited number of 
systems was pointed out to the President. 


ROBBERY AND DAMAGE CLAIMS 

Losses due to robbery of freight on the railroads of this 
country were the smallest for the first six months in 1927 of 
any corresponding period on record, according to reports com- 
piled by the protective section of the American Railway Associa- 
tion for the first half of the year. 

Robbery losses in the first half of this year amounted. to 
$638,041, a decrease of $84,464, or 11.6 per cent, compared with 
the corresponding period in 1926. This also was a decrease of 
$5,725,432, or nearly ninety per cent, below the first half of 
1920, when such losses were the greatest in the history of the 
railroads. 

This reduction in losses due to robbery of freight took place 
in face of the fact that the railroads in the first half of 1927 
carried the greatest volume of freight for any corresponding 
period on record. 

Despite this reduction in the amount of claims paid for 
robbery, reports for the first six months show that for all claims 
growing out of loss or damage to freight shipments, the first 
half of the year amounted to $19,820,228, an increase of $736,219, 
or 3.5 per cent, compared with the corresponding period in 1926. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Current Topics 
in Washington 


—————————— 

Shadow Boxing Regular and Legal.—It was all right to sur- 
mise, when Commissioner Campbell appeared in the Commis- 
sion’s report on the Galveston port differential case as the 
author of the report and also as the author of a separate ex- 
pression disagreeing with the report, in part, that he had merely 
forgotten to erase his name showing that he was responsible 
for both documents. When an absolutely new thing comes 
within the ken of a human being he is entitled to a wide lati- 
tude of surmise. However, since that surmise appeared in 
The Traffic World, July 16, p. 117, it has been learned that it 
was not through inadvertence that Mr. Campbell’s name ap- 
peared as the author of contradictory things. It has also been 
learned that the commissioners, in conference, presumably on 
the seemingly contradictory thing that caused some smiles, 
have agreed that, in such cases, the so-called shadow boxing is 
not to be avoided. It was agreed that, when a commissioner 
had worked two or three years on a subject, as Mr. Campbell 
worked on the port differential case, the fact that he disagreed 
with his colleagues on a minor point was not to have the effect 
of removing his name from the report he had written. In such 
cases his name is to stand at the head of the report as the 
author without depriving him of the right to point out that, 
while the whole report is attributed to him, he does not agree 
with one of the minor points in it. He is to note his disagree- 
ment in the usual way. The fact in respect of the differential 
case was that Mr. Campbell and his colleagues agreed on the 
points on which the case turned in its essentials. They dis- 
agreed as to whether the Texas and Pacific was an independently 
operated railroad. Mr. Campbell thinks that, because the Mis- 
souri Pacific owns a majority of the Texas and Pacific stock, 
there is such a connection between them that the Texas and 
Pacific is not an independently operated road. He could not 
agree that the Texas and Pacific did not control the Missouri 
Pacific, though the layman might think that, because the Mis- 
souri Pacific owned a majority of the stock of the Texas and Pa- 
cific, the former controlled the latter. However, whatever may be 
the fact about the two roads in their relations to each other, that 
is not the main issue in the case; hence, among other things, 
the determination of the Commission that it is all right for one 
of its members to attach his name to a report as if he agreed 
with it in all its parts and then write a separate expression 
pointing out wherein he disagrees with what it carried under 
his name. It is suspected that the new rule will give further 
opportunity for those inclined that way to make up scores, akin 
to baseball scores, to show how each commissioner acted in 
a given case. Until the report in the differential case came 
out, most of the important decisions had been attributed “to 
the Commission” and not to one commissioner. The disagree- 
ments were shown in separate expressions. By that method, 
however, the commissioner who bore the laboring oar could ob- 
tain no credit for his work when his colleagues voted into his 
work a paragraph or two with which he did not agree. Under 
the new rule credit is given where credit is due. The man 
whose views constitute the bulk of the thought expressed re- 
ceives credit for what he has done, but, at the same time, he 
is able to show that there are things in it that he did not 
write and with which he does not agree. So far as known, the 
Commission is the only judicial or quasi-judicial body that al- 
lows such latitude. 





No Congress on Coolidge’s Hands.—Although no man has 
ever accused Calvin Coolidge of being even a remote follower 
of Grover Cleveland, seemingly the President is of the opinion 
that if is not good, as Cleveland thought, for a president: to 
have a Congress on his hands. According to the best informa- 
tion obtainable now, Mr. Coolidge has backed away from the 
idea he once appeared to have, that it would be well to have 
Congress called in extra session this fall to the end that it 
could get at its work early. The thought now is that he will 
not command the law-makers to come to an early session. 





The Man from Lauterbach.—It probably would surprise Allan 
G. Thurman, Thomas M. Cooley, and Albert Fink, were they 
brought back to this world, to learn that the efforts they put 
forth to settle the Atlantic port differential fight were the 
things that caused them to be mentioned by the generations 
that have followed them, more than anything else. That, how- 
ever, is their fate among the men whose work has to do with 
the regulation of the railroads. Of course, Cooley will have 
his name mentioned often among students of the law on account 
of his writings about the Constitution of the United States. 
But Thurman, though a Titanic figure among Democrats 39 years 
ago, and Fink, practically traffic manager of the four trunk lines 
leading westward from New York City fifty years ago, seldom 
are mentioned except in connection with their work on the 
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differentials question. Thurman was his party’s candidate for 
vice-president in 1888, with many an old-timer then suggesting 
that the second place on the ticket was occupied by the greater 
man, even if the man in the first place was Grover Cleveland. 
Fink, although an engineer of great distinction before, in, and 
after the Civil War period, is apt to arrest the eye of the man 
who knows something about music because he was born at 
Lauterbach, Germany, the place where the singer lost his stock- 
ing and his heart, according to the text of the words of a 
song that is not disdained by singers having golden voices. 
Albert Fink, whose brother Henry was president of the Norfolk 
and Western, came to this country in 1849, not as one fleeing 
from the military authorities, but as a sympathizer with the 
republicans, who, in 1848, had to get out of Germany or go to 
jail. Albert Fink served the Baltimore and Ohio and the Louis- 
ville and Nashville as an engineer and operating official, his 
place in the Louisville and Nashville organization, before he 
did any port differential work, having been that of vice-president 
and general superintendent. He resigned in 1875 because he 
thought he needed a rest from the eternal grind of the respon- 
sibility of railroad management. Writing about railroad prob- 
lems was what he thought he should do. Instead, however, 
first the old Southern Railway and Steamship Association and 
later the trunk lines got him into their service. He never did 
get around to devoting himself wholly to the life of contempla- 
tion and writing he had in mind when he refused reelection as 
vice-president of the Louisville and Nashville, though he lived 
until 1897. Among the technical men his bridges, built of iron, 
especially the one over the Green River in Kentucky, 138 feet 
above the water and about 1,000 feet long, constitute his monu- 
ment. For years the Fink truss was as new a thing as the 
air-cooled airplane engine is now. 





Joy in the Army.—The wise men of the army are singing 
songs of joy. They think they have found a way to make all 
the khaki uniforms remaining over from the world war days 
of one shade. At present every soldier’s uniform, almost, has 
a shade of its own. The war period uniforms are the worst of 
all. Generals and colonels of the quartermaster’s branch of 
the service are the happiest because they and a manufacturer 
have devised a method for putting uniformity into uniforms. 
So great is the delight that somebody interested in the great 
achievement has hired a publicity man to tell the marvelous 
news. Perhaps much will be printed about the thrilling doings, 
but the chances there will be but little. The reason for the cold- 
ness of the newspaper men will arise from the fact that what 
the army is about to do, the wives of newspaper correspondents, 
having little or no money for fine clothes, have been doing for 
years. The women know how the thing is done. Inasmuch as 
it has taken the men in charge of uniforms four or five years 
to discover the way, it might be suggested that a woman be 
put on the staff of the quartermaster-general so that dye ques- 
tions will be settled promptly. 





Ready to Wear Horse Shoes Now in the Market.—Instead 
of learning his father’s trade, the son of the village blacksmith 
has learned to turn the handle of the gasoline pump and to 
manipulate a grease gun, says an announcement by the Depart- 
ment of Agriculture. And many of the spreading chestnut trees 
that have not been killed by the chestnut blight may have 
succumbed to oil seepage and no longer provide shade for the 
new-art filling stations. As a result, the shoeing of farm horses 
has become a serious problem in many communities. Farmers, 
their executive department friend asserts, have been forced to 
do their own horse shoeing or run the chance of an unshod 
horse going lame just at the time he is most needed. Home 
horse-shoeing having become necessary, the department has 
issued a farmers’ bulletin, No. 1535, on the subject of shoeing 
old Dobbin at home. Farrier supply houses and hardware mer- 
chants, this bulletin says, are ready to meet the demand for 
ready-to-wear shoes of various sizes. But the bulletin advises 
that, while what it says is all right, the trimming and leveling 
of hoofs, fitting shoes, and nailing them on are much more 
readily understood if presented by a competent horse shoer. It 
suggests that farmers who have seen the village smithy con- 
verted into or supplanted by the filling station, get together 
and apply to their agricultural college for a community demon- 
stration by a state specialist who knows his business. The 
agricultural colleges have not yet established horse shoeing pro- 
fessorships, but they have enlisted the remnants of the old army 
of village smiths to keep alive the art of shoeing a horse so 
it will deliver the maximum of tractive effort at the critical 
moment. 





Airways Traffic Statistics —The Commission and the Bureau 
of Railway Economics, in the matter of traffic statistics, have a 
competitor in the information division of the air branch of the 
Department of Commerce, of which William P. MacCracken, Jr., 
assistant secretary for aeronautics, is the head. He has just 
put out figures about flying in the first six months of 1927. 
They show that 2,642,364 miles were covered in scheduled trips, 
in which 1,891 passengers were carried. In addition the air- 
planes carried 621,236 pounds of mail, 1,045,222 pounds of ex- 

























































































































































































668 


press matter, and earned, from the air mail business, $773,280.95. 
Five routes not mail routes were in operation—San Francisco- 
New York, Chicago-New York, Detroit-Grand Rapids, Louisville- 
Cleveland, and Detroit-Buffalo. Those routes, the report says, 
have express contracts with the American Railway Express 
Company. There are thirteen air mail routes operating under 
air mail contracts. Under the head of miscellaneous flying, the 
compilation shows 362,249 miles flown, in which 8,305 passen- 
gers and 1,950 pounds of express were carried, mostly between 
St. Louis and Chicago. In a table showing the total volume 
of flying, the Department of Commerce shows a total of 12,- 
377,933 miles flown and the carriage of 395,450 passengers. The 
largest items in that statistical table are 9,373,320 miles flown 
and 385,450 passengers carried by air service operators. They 
are estimated figures. The actual number of passenger-miles 
flown, the report says, is not known. The figures are produced 
by assuming that each passenger paid 13 cents a mile and 
flew the entire route on sightseeing trips. The thirteen mail 
contract routes had an income, from passengers of $70,140, 
making their total revenue, from mail contracts and passengers, 
$843,421 and airplane income of 60 cents an airplane-mile. The 
report says the mail contractors also received some money for 
taxi, sightseeing, miscellaneous air service operations, and ex- 
press. It makes no effort, however, to estimate that additional 
income.—A. E. H. 


NEGRO PORTER COMPLAINT 


The complaint of the Pullman maids and porters, No. 20007, 
Brotherhood of Sleeping Car Porters vs. the Pullman Co. (see 
Traffic World, September 10), has been placed on its files by 
the Commission. Thereby that body, in effect, admits that, 
prima facie, the maids and porters have presented something 
that suggests a violation of the interstate commerce act. In 
substance the complaint alleges that the Pullman Company 
charges unreasonable, unjustly discriminatory and unduly preju- 
dicial sums for the service rendered by it, which, in addition, 
are greater than the sums it holds itself out to charge, as set 
forth by the prices printed on its tickets. 

Complainant alleges that the Pullman Company, in Feb- 
ruary, 1867, instituted and has since maintained the practice 
of employing only negro porters to perform the duties which 
it requires of porters in its service and of paying such emplyoes 
wages insufficient to enable them to remain in the service and 
of inducing passengers to contribute the residue of compensa- 
tion necessary to that end. The brotherhood alleges the com- 
pany, by its rules of employment, requires certain personal serv- 
ices to be performed for passengers and that in the whole period 
since 1867 has sold tickets for a stated price purporting to 
cover all services required to be rendered to passengers by the 
company’s employes and that “during all said period defendant 
has, nevertheless, induced passengers to make payment for said 
personal services over and above said stated price.” That prac- 
tice, the complaint says, is in contravention of the first section 
in that the inducement of passengers by defendant to pay a 
charge in addition to that stated on the passenger’s ticket con- 
stitutes the making of an unjust and unreasonable charge. It 
is further alleged that the practice is in violation of section 2 
in that it constitutes a direct or indirect charging, collecting 
or receiving on the part of the defendant from some passengers 
a greater or less compensation for services rendered them than 
it charges, collects or receives from other passengers for a like 
and contemporaneous service; that it also violates the third 
section in that it constitutes, on the part of the defendant, 
undue and unlawful preferences as follows: Defendant sells 
‘its services and accommodations to passengers for prices stated 
on the Pullman ticket plus an indefinite amount of gratuity or 
tip exacted or induced from the passenger by the defendant 
through pressure of a custom built up and officially confirmed 
by the Pullman company. As the amount and quality of service 
rendered any passenger, says the complaint, by defendant’s 
employes depend to a greater or lesser extent upon the amount 
of the gratuity paid or expected to be paid by any passenger, 
many of the defendant’s employes are prone to render more or 
a higher quality of service to the passenger paying the larger 
gratuity, and thus the practice results in multitudinous, unlaw- 
ful and undue preferences. 

The exaction, by reason of the pressure or custom, the 
complaint alleges, constitutes a violation of the sixth section, 
the one requiring the exaction of no more or less than the pub- 
lished rate or fare. The amount exacted in excess of the pub- 
lished fares, the complaint estimates at $7,000,000 a year. The 
complaint alleges the defendant receives the benefit of the tips 
in that the custom shifts part of the burden of paying enough 
to retain qualified labor in the service to the passengers, the 
allegation being that the company does not pay more than half 
or two-thirds of the wages required to retain qualified labor. 

In reciting the history of the custom the complaint points 
out that when the Pullman Company began hiring negroes they 
had just emerged from slavery and the services required of 
them were considered at that time “menial and servile and un- 
worthy of the dignity of white males.” The complaint said 
that the great mass of the white population regarded the negroes 
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as racially inferior and incapable of “development to the in- 
tellectual level of white persons and fit only to perform menial 
and servile tasks.” By reason of that attitude, the complaint 
says, the “manner and demeanor of negroes to whites tended 
to be obsequious, fawning and servile, eager to please the whites 
by volunteering small personal services to them. It was the 
custom and practice for negroes to volunteer such services to 
whites and for whites to reward them by a small gratuity or 
tip.” 

The petitioner alleged that the gratuity or tipping practice 
was a holdover from the days of slavery and “that an enlight- 
ened administration of the interstate commerce act and the 
interests of public policy demand that it be swept away.” 

The porters express the belief that the Pullman Company 
should pay the entire wages of porters; that no part should 
be left to the public to pay and that such an entire wage would 
be at least double the present wage rate of $72.50 per month. 
Specifically, the complaint asks for an order directing the Pull- 
man Company to cease and desist from, directly or indirectly, 
informing or instructing the applicants for positions as porters 
that they may expect increment to their wages from passengers, 
and from instructing, or porters to receive gratuities from pas- 
sengers and from continuing to fix its wage rates for porters to 
an amount insufficient to enable them to remain in the service, 
and from all acts, policies or practices tending to produce dis- 
criminations among passengers in the service rendered to them 
by its employes, and from inducing payment by passengers for 
services rendered in excess of the price printed on the tickets of 
passengers. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended September 10 
totaled 989,472 cars, according to reports filed by the carriers 
with the car service division of the American Railway Associa- 
tion. This was a decrease of 127,597 cars under the week be- 
fore, due to the observance of Labor Day. Compared with the 
corresponding week last year, it also was a decrease of 35,526 
peg increase of 13,973 cars above the corresponding week 
in 25. 

Revenue freight loading by districts the week ended Sep- 
tember 10 and for the corresponding period of 1926 was reported 
as follows: 





Eastern district: Grain and grain products, 6,496 and 6,822; live 

stock, 2,795 and 3,149; coal, 35,235 and 42,593; coke, 2,372 and 3,043; 
forest products, 4,478 and rs 380; ore, 4,420 ‘and 6,782; merchandise, Ls. 
C. L., 59,745 and 60,713; miscellaneous, 93,592 and 95, 492; total, 1927, 
209, 133; 1926, 222, 974; 1925, 209,651. 
: Allegheny district: Grain and grain products, 3,108 and 3,243; 
live stock, 2,669 and 2,702; coal, 38,401 and 45,856; coke, 4,572 and 
5,099; forest. products, 2,989 and 3,223; ore, 10, 521 ‘and 13, 793 ;. mer- 
chandise, (a oe Pe 059 and 52,722; miscellaneous, 84,920 and 81,894; 
total, 1927, 199,439; 1926, 208,532; 1925, 190,458. 

Pocahontas district: Grain and grain products, 231 and 284; live 
stock, 276 and 302; coal, 45,380 and 42,784; coke, 393 and 599; forest 
products, 1,749 and 1,629; ore, 63 and 100; merchandise, L. C. L., 
7,080 and 6,677; miscellaneous, 6,092 and 6,076; total, 1927, 61,264; 
1926, 58,451; 1925, 55,418. 

Southern district: Grain and grain products, 3,643 and 3,347; live 
stock, 1,931 and 1,839; coal, 25,867 and 25,778; coke, 598 and 891; for- 
est products, 20, 718 and 22, 013; ore, 1,156 ‘and 1,349; merchandise, 
ks C. ke, 844 and 38,517; miscellaneous, 55,637 and 54,973; total, 1927, 
148, 394; 1926, 148,707; 1925, 151,684. 

Northwestern district: Grain and grain products, 25,899 and 11,423; 
live stock, 7,580 and 9,993; coal, 6,225 and 6,984; coke, i, 325 and 1, 630; 
forest products, 14,664 and 15,582; ore, 33, 897 and 47, 862: merchandise, 
is <. 30,260 and 29,917; miscellaneous, 39,193 and 38, 762; total, 1927, 
159,043; "1926, 162,153; 1925, 219. 

Central ‘Western district: Grain and grain products, 13,379 and 
11,787; live stock, 10,428 and 13,088; coal, 8,387 and 12, 633; coke, 281 
and 364; go products, 9,595 and rh, 567; ore, 3,413 and 3,617; mer- 
chandise, L. 30,461 and 31,218; miscellaneous, 59,713 and 63, 229; 
total, 1927, 135, 657; 1926, 147,503; 1925, 141,918. 

Southwestern district: Grain and grain ae, 4,801 and 4,692; 
live stock, 3,225 and 3,580; coal, 4,390 and 5,172; coke, 165 and ‘182; 
forest roducts, 8,355 and 9,061; ore, 402 and 408; merchandise, Re 
L., 15,911 and 16,082; miscellaneous, 39,293 and 37,501; total, i9n7, 
76, 542; 1926, 76, 678; 1925, 76,151 

Total, all roads: Grain and grain products, 57,557 and 41, ~g! live 
stock, 28, 904 and 34,653; al 163,885 and 181,800; coke, 9,706 and 11, 808; 
forest products, 62, 548 ‘and 67, 455; ore, 53, 872 and 73, 911; merchandise, 
} A 24 234, 560 and 235,846; miscellaneous, 378,440 and 377,927; total, 
1927, 988, 472; 1926, 1,024, 998; 1925, 975,499. 


Loading of revenue freight this year compared with the two 
previous years follows: 


: 1927 926 925 
Five weeks in January......... 4,524,749 4,428,256 4,456,949 
Four weeks in February........ 3,823,931 3,677,332 3,623,047 
Four weeks in March........... 4,016,395 3,877,397 »702,413 
Five weeks in April............. 4,890,749 ,791,006 4,710,903 
Four weeks in May............. 4,096,742 4,145,820 3,869,306 
Four weeks in June............ 3,974,160 4,089,340 ,965,872 
Five weeks in July............. 4,935,397 5,213,759 4,945,091 
Four weeks in August.......... 4,249,359 4,388,118 4,321,427 
Week of September 3........... 1,117,069 1,143,448 ,102,785 
Week of September 10.......... 989,472 1,024,998 975, 499 

WEG, An@ascawineeceneincet 36,618,023 36,779,474 35,673,292 


CONSTRUCTION OF LINES 
The Southern Illinois & Kentucky Railroad Company, in 
finance No. 2777, has asked the Commission to extend to June 
30, 1928, the time in which the company may complete its line 
of railroad authorized in that proceeding. 
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Decisions of Interstate Commerce Commission 


a 
1S 


AUTOMATIC TRAIN CONTROL 

The Commission, by division 1, in No. 13413, Sub. No. 15-2, 
in the matter of automatic train-stop device of General Railway 
Signal Company on Fayetteville district of first division of At- 
lantic Coast Line Railroad Company, mimeographed, after in- 
spection and test, has found that the installation meets the 
requirements of the Commission’s specifications and order, with 
certain exceptions. Requirements are prescribed with which 
the carrier is expected promptly to comply. The total cost of 
the installation was reported by the carrier as $256,941.66. The 
installation was made on the line between South Rocky Mount, 
N. C., and Florence, S. C. 


SASH AND DOOR RATES 


The Commission, by division 1, in a report written by Com- 
missioner McManamy, in No. 17558, Farley & Loetscher Manu- 
facturing Company et al. vs. Akron, Canton & Youngstown et 
al., mimeographed, has found unreasonable and unduly preju- 
dicial, the rates on sash and doors and related articles, car- 
loads, from the upper Mississippi River cities to points in 
central territory, including the western termini of eastern trunk 
lines, and points taking the same rates or arbitraries higher. 
New rates, to become effective not later than November 15, 
have been prescribed. The Commission found the rates assailed, 
from Clinton, Dubuque, Muscatine and Davenport, Ia., and Rock 
Island, Ill., to destinations in Central territory, except points in 
Michigan, including the western termini of the eastern trunk 
lines and points taking the same rates or arbitraries over, un- 
reasonable and unduly prejudicial to the extent they exceeded 
the present rates from Oshkosh, Wis. 

A further finding was that the rates, from the points of 
origin mentioned in the preceding paragraph, to Buffalo, N. Y., 
and Bay City and Frand Rapids, Mich., were and would be un- 
reasonable and unduly prejudicial to the extent they exceeded 
or might exceed, to Buffalo, 37 cents; to Bay City, 32 cents; 


‘and to Grand Rapids, 29 cents. The report said that rates to 


other points in Michigan should be adjusted in proper relation 
to those specifically prescribed. 

Complainants and interveners from Wisconsin pointed out 
that the complaint attacked the rates on building woodwork. 
Therefore they asked that the present descriptions on wood- 
work, carried in the commodity tariffs, be broadened to include 
all articles coming under that item as described in the Con- 
solidated Classification. The report said that while the com- 
plaint specified building woodwork the evidence related only 
to articles coming under the commodity description and that 
the record did not afford a basis for requiring changes in them. 


PAPER ORDER CORRECTED 


In No. 17206, Kalamazoo Vegetable Parchment Company 
vs. Chicago, Kalamazoo & Saginaw Railway Company et al., 
128 I. C. C. 675, the Commission has issued a corrected order. 
The words “printed waxed” are inserted before the words 
“wrapping paper” in the first four ordering paragraphs of the 
order. Another change is the substitution of “southern classi- 
fication territory” for “official classification territory” in the 
third and fourth ordering paragraphs. 


DESIRE TO SUBMIT SHORT LINE DATA 


The New York Central and the Big Four have asked the 
Commission to reopen the finance docket in which they asked 
for authority to acquire subsidiaries, by leases, to enable them 
to submit testimony as to financial, traffic, operating and other 
conditions affecting short line railroads involved in the pro- 
posed leases. They said they did not offer such testimony in the 
original hearing. They believed no such testimony was ger- 
mane. The proposed report of the examiner, however, found 
that their failure to offer such testimony amounted to a sub- 
stantial defect in their presentation, hence their applicaion for 
an opportunity to submit such testimony. 

The New York Central applied for authority to acquire the 
Big Four and the Big Four applied for authority to acquire the 
— Northern and the Evansville, Indianapolis & Terre 

aute. 


AUTHORIZED TO ABANDON 


The Commission, by division 4, has authorized the Ohio 
River & Western to abandon that part of its line between Woods- 
field and Zanesville, O., on conditign that the applicant shall 
sell any or all of its line between Woodsfield and Lawton at 
not less than the fair, net, salvage value to anyone willing to 
continue its operation and that such certificate shall become 
operative as to that part of the line between Lawton and Zanes- 
ville 30 days after the date of any certificate the Commission 





may issue in connection with an application to be filed by a 
subsidiary of the Pennsylvania to acquire and operate such por- 
tion of the line. The line is a narrow-gauge constructed be- 
tween 1879 and 1883. Parts of its property are used by the 
Pennsylvania and the Baltimore & Ohio. The plan is to have 
part of it kept in operation by a subsidiary of the Pennsylvania. 


MUST OPERATE TWO YEARS MORE 


The Commission, by division 4, abandonment of Morristown- 
Corryton line by Southern Railway, on further hearing, has 
denied a certificate authorizing the abandonment, but without 
prejudice to the renewal of the application two years hence. 
The former report, 105 I. C. C. 228, required the continuance of 
operation for a year, in 1925, so as to permit the shipment of 
traffic in sight before abandonment. The Commission, in this 
report, said the statement for the test year showed a much 
smaller deficit in net railway operating income than for the 
three preceding years. Bearing in mind the strong resources 
of the applicant, the Commission thought operation should be 
continued, temporarily at least, upon condition that the shippers 
whose traffic was temporary in nature should use every effort 
to hasten its movement. The traffic is largely forest products. 
The line lies near Knoxville, Tenn. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Southern Bell Telephone & 
Telegraph Co. to acquire the properties of the Demopolis, Ala., 
Telephone Co. 

In a supplemental report on the application of the acquiring 
company, the Commission has authorized the St. Louis Southwestern 
of Texas to obtain control of the Stephensville, North & South Texas 
Railway by means of a supplemental lease. 


FINANCE APPLICATIONS 


The Seaboard Air Line Railway Company has applied for author- 
ity to guarantee unconditionally $925,000 of 5 per cent gold notes of 
the Baltimore Steam Packet Company, the capital stock of which 
is owned by the applicant. The notes will be issued by the packet 
company in connection with acquisition of a new freight and pas- 
senger steamer. They are to be sold at 95% per cent of par and 
accrued interest. The steamer, which is being built by the Pusey & 
Jones Corporation, will be a single screw, steel hull, freight and pas- 
senger steamer, 330 feet in length, 58 feet beam, with approximate 
capacity of 171 staterooms, 600 passengers, and 87,500 cubic feet of 
freight space, subject to such modifications as may be deemed wise. 
The packet company operates a line of freight and passenger steam- 
ers on the Chesapeake Bay between Baltimore and Norfolk-Ports- 
mouth, Va. 

Finance No. 6535. Los Angeles & Salt Lake Railroad Co., asks 
authority to abandon that part of its Glendale branch from Glendale 
to Verdugo Park, Los Angeles county, Calif., less than a mile long, 
because amusement park to which line was built has been abandoned. 

Finance No. 4691. In supplemental application in this proceeding 
the Cowlitz, Chehalis & Cascade Railway asks authority to issue 
$60,000 of general and refunding 6 per cent gold bonds, the proceeds 
to be applied on completion of construction of 14-mile extension of 
applicant’s line. The applicant said it was expected that the four 
trunk lines connecting with its line, the C. M. & St. P., the Oregon- 
Washington, the Northern Pacific and the Great Northern, would buy 
the issue. These lines took $400,000 of similar bonds previously issued 
to finance construction of the extension. 


FREED FROM TAP LINE LIMITATIONS 


The Commission, in I. and S. No. 11, the tap line case, has 
found that the proprietary interest, Taylor Brothers, ceased cut- 
ting timber in 1921 and had sold and shipped out all the ac- 
cumulated stock of marketable lumber, from points on the 
Manilla & Southwestern on or before March 29, 1927. There- 
fore it has released that railroad from the limitations of the 
orders in the tap line case, dated May 14, 1912, and later dates, 
by dismissing that railroad as a party to that proceeding, as 
of March 30 last. : 


PETITIONS FOR REHEARING, ETC. 


The defendants in No. 16274 (and Sub. No. 1), Oklahoma 
City Chamber of Commerce et al. vs. St. Louis-San Francisco 
et al., have filed petition therein for postponement of effective 
date of order, so that it will become effective simultaneously 
with the orders of the Commission in Consolidated Southwest- 
ern Cases, 123 I. C. C. 203. 

The Norfolk Southern, by J. F. Dalton, its general freight 
agent, has petitioned the Commission in No. 17805, Colbert 
Limerock Asphalt Co. et al. vs. Alabama Central et al., for 
modification of its findings and orders, so as to accord special 
rate treatment for the Norfolk Southern. 

The complainants in No. 16809, Carson Pirie Scott & Co. 
et al. vs. Santa Fe et al., have petitioned the Commission to 
grant a rehearing and reargument therein. 

The complainant in No. 17138, The Virginia Cellulose Co., 
Inc., vs. Norfolk & Western et al., has filed petition for rear- 
gument and reconsideration. 

The Southern Pacific and Santa Fe, on behalf of them- 
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selves and the other applicant carriers to which relief has been 
granted in Fourth Section Applications Nos. 706, 707; 719, 723, 
1092 et al., have petitioned the Commission for modification of 
its Fourth Section Order No. 9575, dated June 22, 1927, entered 
in said proceeding, and/or for reargument thereof before the 
entire Commission for the purpose of supporting its petition. 

The Director-General, defendant in No. 11218, Wilbur Lumber 
Co. et al. vs. Director-General, as agent, et al., No. 10245, Same 
vs. Same, and No. 11230, F. C. Mintzlaff et al. vs. Director-Gen- 
eral, as agent, et al., has asked the Commission to vacate and 
set aside the reparation order entered therein on February 8, 
1926, particularly the awards of $218.58 to W. D. Hall, $61.99 
to F. C. Mintzlaff, $182.25 to F. E. Wheaton & Son, and $7,163.21 
to Poehlmann Brothers Co., on the ground that nearly 75 per 
cent of the shipments in the Rule V statements and on which 
reparation has been awarded are not within the scope of the 
issues and findings of the Commission in its report, 73 I. C. C. 
152.- 

The Erie; Delaware, Lackawanna & Western and Lehigh 
Valley have asked the Commission for reopening of No. 18598, 
D. A. Stickell & Sons, Inc., vs. Western Maryland et al., to take 
further evidence before final submission. 

The Missouri Pacific and Louisville & Nashville have peti- 
tioned the Commission in fourth section application No. 12645, 
in the matter of rates on coal from western Kentucky mines 
to Helena, Ark., for rehearing. 

The Grasselli Chemical Co., complainant in No. 16238, the 
Grasselli Chemical Co. vs. Akron, Canton & Youngstown et al., 
has asked the Commission for reargument and reconsideration. 

The complainant in No. 18486, Andersen Lumber Co. vs. 
Northern Pacific et al.,-has askeed the Commission to reopen 
and reconsider that case. 

The complainant in No. 15816, United Zinc Smelting Corp. 
vs. Baltimore & Ohio et al., has asked the Commission to re- 
open the case for further consideration and, if necessary, give 
a further hearing and that further argument be granted before 
the whole Commission. 

The complainant in No. 17771, Bunker Hill & Sullivan Min- 
ing & Concentrating Co. vs. Northern Pacific and Oregon-Wash- 
ington Railroad & Navigation Co., has asked the Commission 
for rehearing. 

The complainants in No. 18923, The Southern Kansas Mill- 
ers’ Club et al. vs. Santa Fe et al., have asked the Commission 
for reopening, permission to amend the original complaint and 
for oral rehearing upon the original complaint and as amended. 

The complainants in No. 17689, Roquemore Gravel Co. et 
al. vs. Atlanta, Birmingham & Atlantic et al., No. 17699 (and 
Sub. 1), Same vs. Same, No. 17763, Same vs. Same, and No. 
17764 (and Sub. No. 1), Dixie Sand & Gravel Co. vs. Atlanta, 
Birmingham & Atlantic et al., have filed petition in No. 17517, 
Rates on Chert, Clay, Sand and Gravel within the State of 
Georgia (and consolidated cases), for reopening, for entry of 
an order or orders commanding and requiring the Central of 
Georgia and Atlanta, Birmingham & Coast to establish within 
not more than thirty days thereafter from points in the Junc- 
tion City district to points in the Birmingham district such 
rates as individually shall not be less than those contained 
and prescribed in the so-called Southeastern mileage scale, ap- 
pearing in the decision of these cases under date of January 
21, 1927. 

The complainants in No. 17433, Little Rock Chamber of 
Commerce et al. vs. Arkansas & Louisiana, Missouri et al., 
have filed a petition for reopening thereof and for suspension of 
rates on sugar published in supplement 14 to J. E. Johanson’s 
I. C. C. 1946. 

The Port Arthur Chamber of Commerce and Shipping, in- 
tervener, in No. 13535, Corporation Commission of Oklahoma 
et al. vs. Aberdeen & Rockfish et al., and consolidated cases, 
has asked the Commission to modify its report and order in 
those cases, by requiring the carriers to place Port Arthur and 
other points south of Beaumont on the lines of the T. & Ft. S. 
railway and the T: & N. O. railroad in Group No. 16 on traffic 
to and from St. Louis and points basing thereon, the same as 
Beaumont, Orange and Lake Charles. 


COMMISSION ORDERS 


The Minneapolis & Rainy River has been permitted to in- 
tervene in finance No. 6410, in the matter of the application 
of the Great Northern Pacific, the Northern Pacific and Great 
Northern for authority to the first-named company to acquire 
control of the other companies by purchase of capital stock and 
to lease their railroads. . 

The order in No. 16340, Illinois Coal Traffic Bureau vs. Alton 
& Southern et al., and No. 17509 (Sub. No. 1), Indiana Bitumin- 
ous Coal Operators’ Association vs. Santa Fe et al., on June 
14, 1927, has been modified so as to provide that the period of 
notice shall be twenty days instead of thirty days, as originally 
prescribed. 

The Galveston, Harrisburg & San Antonio and Texas & 
New Orleans have been authorized, under No. 13413, in the mat- 
ter of automatic train control devices, to operate Victoria di- 
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vision locomotives not equipped with automatic train confrol 
devices over equipped territory of the Galveston, Harrisburg & 
San Antonio Railway between Gulf Junction, Tex., and signals 
2066 and 2067 at the east end of the east yard at San Antonio, 
Tex., approximately two and one-half miles. 

J. W. Maupin, Southwestern Public Service Co.; Ben Roten; 
Peoples Mercantile Co. and J. B. Morris have been permitted 
to intervene in No. 19853, Artesia Alfalfa Growers’ Association 
et al. vs. Santa Fe et al. 

The Grants Pass Chamber of Commerce has been permitted 
to intervene in No. 19680, Public Service Commission of Oregon 
vs. Central Pacific et al. 

The California White & Sugar Pine Manufacturers’ Associa- 
tion has been permitted to intervene in No. 19846, American 
Crate & Basket Co. vs. Union Pacific et al. 

The Commission has dismissed No. 19395, North American 
Cement Corp. vs. Norfolk & Western, and No. 19249, Foster & 
Glassell Co., Inc., vs. Missouri Pacific et al., upon complainants’ 
request. 

The Commission has dismissed No. 19207, the Best Foods, 
Ine., vs. Santa Fe et al., No. 19352, West Piont Wholesale Gro- 
cery Co. vs. Atlanta & West Point et al., No. 19442, Street 
Eicholtz Furniture Co. vs. Baltimore & Ohio et al., and No. 
19570, Jackson Traffic Bureau, for Planters Package Co., vs. 
Illinois Central et al., on account of their having been satisfied. 


The time prescribed in certificate and order in finance 
docket 5134, construction of extension by Minnesota Western 
Railroad, within which the Minnesota Western shall complete 
the construction of the extension of the line of railroad therein 
authorized, has been extended to December 31, 1928. 

The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 1065, Terminal Railroad Association 
of St. Louis et al. 

The Charleroi Chamber of Commerce, Charleroi, Pa., has 
been permitted to intervene in finance No. 6229, in the matter 
of the application of the Pittsburgh & West Virginia Railway 
for a certificate of public convenience and necessity for the con- 
struction of an extension of line of railroad, to be known as 
the Connellsville extension, running from a point near Coch- 
ran’s Mill, in Allegheny county, to Connellsville, in Fayette 
county, Pa. 


The Anaconda Copper Mining Company and Anaconda Sales 
Company have been permitted to intervene in No. 19890, U. S. 
Phosphoric Products Corp. vs. Butte, Anaconda & Pacific et al. 

The Standard Oil Company of Louisiana has been permitted 
to intervene in No. 19882, A. Marx & Sons, Inc., successors to 
A. Marx & Sons, vs. Yazoo & Mississippi Valley et al. 

The Central Railroad of New Jersey and Pennsylvania have 
been authorized and directed to pay unto complainant in No. 
71748, Continental Can Co. vs. Central Railroad of New Jersey 
and Pennsylvania, on or before October 26, 1927, the sum of 
$7,518.60, with interest thereon at the rate of six per cent per 
annum from June 1, 1925, as reparation on account of an 
unreasonable rate charged for the transportation of numerous 
carload shipments of tin-plate scrap from Baltimore, Md., to 
Sewaren, N. J. 

The Commission has dismissed No. 19587, Miller Brothers, 
101 Ranch, W. A. Brooks and J. E. Carson, trustees, vs. At- 
lantic Coast Line et al. 


The Patton Clay Manufacturing Co. has been permitted to 
intervene in No. 19886, Graff-Kittanning Clay Products Co. vs. 
Atlantic City et al. 


The Commission has dismissed No. 18172, American Tripoli 
Co. vs. Santa Fe et al., and No. 19624, Hardee and Gentile, Inc., 
vs. Seaboard Air Line et al., same having been satisfied. 


The Commission has dismissed No. 15672, St. Louis Coke 
& Iron Co: vs. Alton & Southern et al.; No. 17671, Whiting- 
Mead Co. vs. Director General, as agent; No. 19584, A. T. 
Jacobson vs. Chicago, Milwaukee & St. Paul; No. 19633, Malby 
Conrad Lumber Co. vs. Florida East Coast et al., and No. 19739, 
Richards and Conover Hardware Co. vs. Alton & Eastern et al., 
upon complainants’ request. 

The time prescribed in certificate and order in finance No. 
4688, construction of extension by Cowlitz, Chehalis & Cascade, 
as extended, within which the Cowlitz, Chehalis & Cascade 
Railway shall complete the construction of the extension of the 
line of railroad therein authorized, has been further extended 
to December 31, 1927. 

The United Paperboard Co., Inc., the Tribune Co. and Tona- 
wanda Paper Co., Inc., have been permitted to intervene in No. 


a Castanea Paper Co. vs. Algoma Central and Hudson Bay 
et al. 


The Chamber of Commerce of the City of Washington has 
been permitted to intervene in finance No. 6229, in the matter 
of the application of the Pittsburgh & West Virginia for a cer- 
tificate of public convenience and necessity for the construction 
of an extension of line of railroad, to be known as the Con- 
nellsville extension. 

The Baker Brothers Glass Co. has been permitted to inter- 
vene -in No. 15296, Harding Glass Co. vs. Santa Fe et al. 
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MINNEAPOLIS GRAIN TRANSIT 


Dismissal of No. 18616, Minneapolis Traffic Association vs. 
Chicago, Milwaukee & St. Paul, and a finding of non-justification 
in respect of schedules suspended in I. and S. No. 2735, transit 
provisions on grain and grain products and related articles 
destined to Duluth and related points, have been recommended 
by Examiner W. M. Cheseldine. The effect of the recommenda- 
tion is that the Commission should leave the grain adjustment, 
as between Minneapolis and its competitors, particularly Duluth, 
as it stands. 

Cheseldine said the Commission should find the failure and 
refusal of the Chicago, Milwaukee & St. Paul to establish milling 
and other transit arrangements at Minneapolis, Minn., on grain 
from stations on its lines west of that point, when destined to 
Duluth, Minn., not unreasonable or otherwise unlawful. 

Further, the examiner said, the Commission should find that 
the cancellation of transit arrangements at points on the Mil- 
waukee, as provided for in the suspended schedules ,on grain and 
related articles destined to Duluth, had not been justified, order 
the suspended schedules canceled, and discontinue the proceed- 
ing. 

" In the course of his report Cheseldine went over the 
ground that has been covered in other reports pertaining to the 
grain adjustment and the contentions of the competing markets, 
particularly Twin Cities, Duluth and Buffalo, citing and discuss- 
ing the large number of cases in building up the foundation 
upon which to set his conclusion that the Commission should 
dismiss the formal docket case and find the proposed cancella- 
tion of cleaning and storage transit at Minneapolis had not been 
justified. 


Minneapolis milling interests, in this complaint, alleged the 
failure and refusal of the Milwaukee, to maintain rules and 
regulations providing for the milling and other transit services 
at Minneapolis, on grain and products, from points on the 
Milwaukee, in Washington, Idaho, Montana, the Dakotas, Min- 
nesota and Iowa, when reshipped to Duluth, Minn., and Superior, 
Wis., while contemporaneously offering such transit services at 
other stations on its line to the like traffic, without additional 
charge, or plus a nominal charge, over and above the through 
rate on the grain or the product, from the original point of 
shipment, to the final destination, subjected them to the payment 
of unjust, unreasonable and unduly prejudicial rates, in violation 
of the first and third sections. 


Cheseldine treated the complainant as the Minneapolis 
grain and milling interest, Minneapolis and St. Paul as one mar- 
ket and Duluth and Superior as likewise one market. Complain- 
ant asked ‘or transit service on the same basis as granted at 
points west of Minneapolis. The examiner said no charge was 
made for any transit service at points on the Milwaukee west 
of Minneapolis on grain for Duluth except on Montana grain 
milled at Montana points, for which a service charge of 2.5 
cents was made, and on grain from points west of Mobridge, for 
cleaning and storage, stopped at directly intermediate points 
east of Mobridge. A charge of 1.5 cents is made when the grain 
originates in the Dakotas and 2.5 cents when from Montana 
stations. That cleaning and storage privilege, the examiner said, 
was also granted at Minneapolis. It was the only transit given 
at Minneapolis on grain destined to Duluth. 


On grain from stations west of Minneapolis, destined to 
Duluth and stopped at Minneapolis for milling, complainant, the 
examiner said, had to pay the combination of local to Minne- 
apolis and the proportional rates of 6.5 cents on wheat and 6 
cents on coarse grain, for the 150-mile haul from Minneapolis 
to Duluth: 

The Duluth Board of Trade, the Southern Minnesota Mills 
and the Mystic Mills of Sioux City, Ia., interveners in opposition 
to the prayer for relief, opposed the relief on the ground that 
its grant would break down the present grain rate adjustment, 
which, they claimed. equalized the various markets and milling 
points, and work disaster to the milling interests at other points. 

Complainant, Cheseldine said, contended that the discrimi- 
nation arose out of the fact that the Minneapolis millers were 
not accorded the same treatment as millers at other points, such 
as Aberdeen, S. D., Appleton, Montevideo, Lakeville, Mankato, 
Albert Lea, and Faribault, Minn., Cedar Rapids, Sioux City, Des- 
Moines and Davenport, Ia., and other points at which transit 
was granted without charge, and could not be cured unless the 
free transit service was taken out at those points or put in at 
Minneapolis. 

About the time the formal complaint was filed the schedules 
canceling the cleaning and storage transit at Minneapolis were 
filed. The complainant and interveners in its behalf protested 
the proposed cancellation. 

Through rates, to Duluth, from a large part of the territory 
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involved, the examiner said, were the same as the rates to 
Minneapolis. 

“Complainant’s competitors who obtain the benefit of the 
lower through rates by virtue of transit service naturally have 
an advantage over complainants,” said Cheseldine. He said 
an appendix to his report showed the rate adjustment from 
representative stations on the Milwaukee to Minneapolis as 
compared with Duluth, “and demonstrates the disadvantage thé 
Minneapolis dealer is under when, in addition to the rate to 
Minneapolis, he must pay the proportional rates from that point 
to Duluth. As the adjustment now stands, with Duluth 
having advantage of as much as 6.5 cents, Duluth buyers are 
enabled to pay better prices. Where the rates on grain from 
this territory are the same to Minneapolis as to Duluth the 
Duluth buyer can pay a premium of as much as 6.5 cents and 
still be on an equality with the Minneapolis buyer. .. . 
Minneapolis can bid on an equal footing only at such points 
where the rate to Duluth is based on the Minneapolis combina- 
tion. An equality of rates between Minneapolis and Duluth 
would naturally mean keener competition and most likely result 
in better prices to the producer.’ The examiner said that a 
grain business man of many years’ experience in that territory, 
now operating elevators at Minneapolis, Duluth, Buffalo and else- 
where, and a mill at the Twin Cities, expressed the opinion 
that transit was-necessary at Minneapolis to maintain the mar- 
ket at that point. The examiner said that when the rates were 
the same to Minneapolis and Duluth the Minneapolis buyer was 
practically shut out of the market and that Duluth was the 
focusing point of northwestern grain. When grain reached that 
point, he said, competition practically ceased, because the rates 
beyond via lake and rail were the lowest obtainable. But when 
grain reached Minneapolis, he said, dealers still had the com- 
petition of Milwaukee, Chicago, Duluth, Buffalo and other 
points to contend with. Minneapolis, he said, was one of the 
largest milling centers of the country, but was rapidly losing 
ground to Buffalo, which point, he said, had both the benefit 
of the lower rates to Duluth and the low water rates down the 
lakes. 

The complainant contended that the failure to give Minne- 
apolis transit was diverting much grain traffic through Duluth 
and the milling business at Buffalo. 

Defendants contended, the examiner said, that this case was 
but another effort to place Minneapolis, 150 miles inland, on 
the shores of the lake. “What complainant really wants,” says 
the report, “is to reach the large consuming territory in the east 
on an equal footing, from a transportation standpoint, with 
Duluth and Buffalo.” The latter, the examiner said, was the 
natural gateway for the flow of grain from the northwestern 
states and Canada to the large consuming territory in the east 
and the European markets. Its advantages were such, he said, 
as to cause Minneapolis millers to establish mills at Buffalo. 
From 1916 to 1925 the output of the Buffalo mills increased, the 
report said, from 7,123,000 barrels to 9,458,000 barrels, while 
the output of the Minneapolis mills decreased from 18,542,000 
to 12,059,000 barrels in the same period. The output of Duluth 
decreased, in the same period, from 1,335,000 to 1,015,000 barrels. 
At Kansas City the output almost doubled and at Chicago it 
increased about 50 per cent. 


In 1916 it cost the Minneapolis man 10.67 cents more to get 
his stuff to New York than the Duluth man paid. In 1925 the 
difference had increased to 17.52 cents. 

Originally, the examiner said, Minneapolis had joint through 
rates on grain and products to the east which were adjusted 
in relation to the transportation cost by water, but that those 
rates were withdrawn and that now Minneapolis shippers, had 
to pay rates which they claimed effectually excluded them from 
the large consuming territory in the east and to the Atlantic 
ports for export. 

Cheseldine said that the defendants and supporting inter- 
veners insisted that the complaint, in effect, was an attack 
against the entire rate structure throughout the entire north- 
west, one which reflected the various transportation conditions, 
the necessities of the grain markets and the distribution of 
grain, and which was the result of years of effort and litigation. 
The primary motive of the complainant, the railroads and those 
supporting them insisted, was to have Minneapolis placed on 
the lake shore notwithstanding that the Commission had fixed 
differentials for application between Duluth and Minneapolis 
on both east and west bound business, which, subjected to the 
general changes in recent years, were the present proportional 
rates. The examiner quoted what the Commission had said 
about the rates under consideration in a large number of cases 
and said that the remarks then made were still pertinent and 
that there was nothing in the record that would justify a dif- 
ferent conclusion. He said the whole subject of rates on grain 
and grain products, including transit, in this territory, was now 
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before the Commission in No. 17000, and that no changes should 
be made in the present rates and charges without the clearest 
showing of unlawfulness. 

As to the suspension case, the carriers said they proposed 
canceling the cleaning and storage transit at Minneapolis be- 
cause it was put in at that point through an error in tariff 
publication, without intention on the part of the publishing lines. 
The examiner said the resultant higher combinations had ‘not 
been justified. The proposal to cancel at interior mill points, 
the examiner said, was made merely to meet the allegation of 
undue preference and discrimination. He said that that service 
had been in effect for years, that mills had been built up under 
the arrangement and that to cancel it now would cause loss 
and injury to the mill owners, to the mill operatives, and the 
community at large. Further, he said, cancellation at the in- 
terior points covered by the tariffs would require cancellation 
elsewhere and that that probably would cause the abandonment 
of the mills at some points and lessen competition in the field. 


SOUTHERN SAND RATES 


In a report, on further hearing in No. 17517, rates on chert, 
clay, sand, and gravel within the state of Georgia, No. 17699, 
Roquemore Gravel Co. et al. vs. Atlanta, Birmingham & Atlantic 
et al., and the cases joined with them, original report 122 I. C. C. 
133, Examiner E. H. Waters has recommended the prescription 
of rates for application on sand and gravel from Montgomery, 
Ala., and Chattanooga, Tenn., and on slag from Birmingham 
and other points in, Alabama, to destinations in the Florida 
peninsula, south of the Seaboard Air Line from Jacksonville 
to River Junction, and also for application on sand, gravel, 
crushed stone and slag between points in Georgia and points 
in Florida, south of that line. He has also recommended arbi- 
traries to be accorded to the so-called short lines. 


In addition he has recommended that the Commission find 
unduly prejudicial the rates on gravel from Montgomery, Ala., 
and Chattanooga, Tenn., to destinations in the Florida peninsula 
to the extent they exceed, distance considered, the rates con- 
temporaneously maintained on slag from Gadsden, Anniston, and 
other slag producing points in Alabama and from Copperhill, 
Tenn., to the same destinations. In addition to the cases men- 
tioned, this report also covers the following: No. 17699 (Sub. 
No. 1), Same vs. Atlanta, Birmingham & Atlantic et al.; No. 
17764, Dixie Sand & Gravel Co. vs. Atlanta, Birmingham & 
Atlantic et al.; and No. 71764 (Sub. No. 1), Same vs. Atlanta, 
Birmingham & Atlantic et al., on further hearing. Also No. 19512, 
Birmingham Slag Co. vs. Alabama Great Southern Railroad 
Company et al., the last mentioned being on original hearing. 


In the original report, the Commission prescribed a maxi- 
mum single-and joint-line scale, for application over standard 
lines from Montgomery and Chattanooga, to destinations in 
Georgia and Mississippi, between points in Georgia and other 
points in southern territory, except points in the Florida penin- 
sula, the scale coming to be known as the No. 17517 scale. 


The examiner, in this case, recommends that the principle 
adopted in the Southern Class Rate Investigation, 100 I. C. C. 
513, and 109 I. C. C. 300, that of allowing arbitraries for hauls 
south of the line of the Seaboard, be adopted as to those rates. 
The carriers, according to the examiner, strenuously opposed 
the extension of the scale into Florida, either by the use of 
arbitraries or otherwise. Intervening South Carolina crushed 
stone interests, he said, also objected. Florida interveners, he 
said, were interested primarily in a basis of rates that would 
fairly protect Florida industries. What he recommended, the 
examiner said, would remove the undue prejudice, in substantial 
degree, alleged as between South Carolina and Birmingham, 
Ala. But, he said, there was nothing of record that would 
justify a basis of rates on crushed stone from the South Carolina 
shipping points to Florida different from that recommended for 
slag from Birmingham. The examiner said no fourth section 
applications were heard in connection with the cases, but that 
if the Commission approved the basis recommended, the carriers 


might file applications for relief. In disposing of the case the 
examiner said: 


It is recommended that the Commission here find that the rates 
maintained on sand, gravel (washed or unwashed), and clay gravel, in 
straight or mixed carloads, by defendants in No. 17699 from Mont- 
gomery, Ala., and by defendants in No. 17764 (Sub. No. 1) from 
Chattanooga, Tenn., and by defendants in No. 19512 on-slag, in 
carloads from Birmingham, Ensley, Bessemer, Oxmoor, and Alabama 
City, Ala., to destinations in the Florida peninsula south of the Sea- 
board Air Line from Jacksonville to River Junction, and that the 
rates maintained by respondents in No. 17517, for the interstate 
transportation of sand, gravel (washed or unwashed), clay gravel, 
crushed stone, and slag, in straight or mixed carloads, between points 
in the state of Georgia and points in the Florida peninsula south of 
the Seaboard Air Line from Jacksonville to River Junction, are, and 
for the future will be, unreasonable to the extent that they exceed, or 
may exceed, rates determined by the application of the basic dis- 
tance scales of rates set forth in Table A of the original report in 
these proceedings to the entire distance plus the following arbitraries 
in cents per net ton for both single-line and joint-line application 
for that part of the distance lying south of the line of the Seaboard 
Air Line from Jacksonville to River Junction, such arbitraries in ad- 
dition to their divisions of the basic rates to accrue to the carrier 
or carriers south of the aforesaid line: 
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30 miles and under ........... 


200 miles and over 150 
60 miles and over 30 


250 miles and over 200 
100 miles and over 60 300 miles and over 250 


150 miles and over 100 Oy | es ae ld 


Provided, however, when the transportation is in whole or in 
part over either of the so-called short lines shown in Appendix B 
to the original report in these proceedings an arbitrary of 25 cents 
per net ton may be added which is to accrue solely to the short line, 

The rates herein recommended are to be subject to a minimum 
of 90 per cent of the marked capacity of the car, except that when 
car is loaded to full visible capacity actual weight shall govern. 

In determining whether hauls are single-line or joint-line, car- 
riers under common control or management shall be regarded as 
one line. All ‘of the defendants and respondents are to be classed 
as standard lines for the purposes of these findings, except those 
short lines for which special rate treatment is herein accorded. 

In computing distances for the application of the foregoing 
rates the shortest routes should be used over which carload traf- 
fic can be moved without transfer of lading. ; 

Bessemer, Ensley and Oxmoor are 11, 7 and 6 miles, respec- 
tively, from Birmingham and according to complainant’s evidence 
are in the Birmingham district and take the Birmingham rates 
on slag. The complainant desires that this grouping be continued. 
No grouping was authorized in the original report and the scales 
were there prescribed on the theory that they would be literally 
applied. The carriers are not here asking the continuation of 
any grouping and it is recommended that none be authorized in 
these proceedings. 

The rates herein recommended for application to destinations 
in the Florida peninsula will cure any undue prejudice that may 
exists against Montgomery and Chattanooga in favor of Birming- 
ham, Ensley, Bessemer, Oxmoor and Alabama City, and likewise 
will cure any undue prejudice that may exist against the Alabama 
points above mentioned in favor of Montgomery, Chattanooga and 
points in Georgia. : 

However, it is recommended that the Commission further find 
that the rates maintained on gravel (washed or unwashed), and 
clay gravel, in straight or mixed carloads, by defendants in No. 
17699 (Sub No. 1) from Montgomery, Ala., and by defendants in 
No. 17764 from Chattanooga, Tenn., to destinations in the Florida 
peninsula south of the Seaboard Air Lines from Jacksonville to 
River Junction are, and for the future will be, unduly prejudicial 
to complainants at Montgomery and Chattanooga and unduly pref- 
erential of shippers of slag, in carloads, from Gadsden, Anniston and 
other slag-producing points in northern Alabama not covered by the 
above findings, and from Copperhill, Tenn., to the extent that they 

exceed, distance considered, the rates contemporaneously maintained 
by said defendants on slag, in carloads, from the Alabama points 
above referred to and from Copperhill, Tenn., to the same destinations, 


subject to the application of the rates above recommended as maxi- 
mum rates. 





NEW MEXICO-ARIZONA CLASS RATES 


Extension of the Texas differential class rate adjustment, in 
accordance with the basis laid down in Southwestern Consoli- 
dated Cases, 123 I. C. C. 208, to New Mexico and Arizona, has 
been proposed by Attorney-Examiner Alfred G. Hagerty, in No. 
18642, Arizona Corporation Commission et al. vs. Atchison, To- 
peka & Santa Fe et al. He said the Commission should find, 
unreasonable and unduly prejudicial, the class rates to and 
from the states mentioned, upon traffic having origin or destina- 
tion in the defined territories north and east thereof, to the 
extent that in level, measured by distance, they exceed the class 
rate level concurrently maintained between the same defined 
territories and Texas differential territory. 


Hagerty said a like finding should be made in respect of 
class rates, to and from New Mexico and Arizona, upon traffic 
originating at or destined to what he called the Colorado Cities, 
of which Denver is typical, more commonly known as Colorado 
common point territory, and points grouped therewith, to the 
extent that in level, measured by distance, they exceed the class 
rate level concurrently maintained within Texas differential 
territory. 

The complainants were the commissions of the two states 
mentioned. Interventions were allowed in behalf of organiza- 
tions and shippers in the complaining states and Texas. 

The territories of origin, Hagerty said, were identified as 
those specified in Santa Fe I. C. C. 9571 and Transcontinental 
Freight Bureau I. C. C. Nos. 1164 and 1166. Generally stated, 
Hagerty said, the sections therein defined embraced the eastern 
half of the United States, from the Canadian border to the gulf, 
bounded on the west by the Missouri-Mississippi Rivers. The 
complaint also includes Colorado and Texas points west of the 
two rivers mentioned. The level of class rates, the complaint 
alleged, was unreasonable, unjustly discriminatory, unduly preju- 
dicial and unduly preferential. An illustrative table in the com- 
plaint showed rates from Stockton, Calif., Cincinnati, O., Chicago, 
Ill., New Orleans, La., Houston, Tex., Oklahoma City and Denver, 
Colo., to points in the complaining states in comparison with 
rates from those points to El Paso, Tex., the latter taking the 
allegedly preferential Texas differential territory rates. The 
table showed big spreads in the rates for relatively small dif- 
ferences in distances. 

The examiner said the carriers, chiefly the Santa Fe and the 
Southern Pacific, did not deny the existence of the alleged in- 
equalities in the class rate levels. They contended, he said, 
the inequalities were justified because of the depressing com- 
petitive influences upon the level of the class rate adjustment 
to and from Texas, which were not encountered and did not bear 
upon the adjustment to and from New Mexico and Arizona; 
and further, because of the established differences in transporta- 
tion conditions eas€ and west of the Texas-New Mexico line. 

Hagerty, throughout his report, used the territorial des- 
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criptive terms used in Consolidated Southwestern Cases, which, 
as before set forth, he used as the standard in his recommended 
disposition of the case. In applying those terms to New Mexico 
and Arizona, he divided those states into two districts, even as 
the class rate adjustment was divided, into the eastern and 


western district. The boundary line, which itself is included in 
the eastern district, is the Santa Fe railroad, extending south- 
wardly from the northern border of New Mexico through Raton, 
Los Vegas, Albuquerque, Belen, and Rincon, to El Paso. The 
Texas differential adjustment, on account of the fourth section, 
prevails to a considerable extent in the eastern district, if not 
wholly. 

The examiner found nothing in the testimony relating to 
density of population, traffic density, operating conditions, or 
transportation costs, to justify the difference in treatment be- 
tween Texas differential territory and the affected part of the 
territory of the complaining states. The main part of his dis- 
cussion related to the adjustment as between the defined terri- 
tories and the southwest. He said that all that had been said 
on that part of the case applied also to the class rate adjust- 
ment between New Mexico-Arizona and the Colorado cities, 
known as Colorado common points. Broadly stated, he said, 
there was no evidence which would justify a class rate level, 
higher, as between those Colorado cities and New Mexico-Ari- 
zona, than was concurrently maintained within Texas differential 
territory. In disposing of the case, Hagerty said the Commis- 
sion should say, as follows: 


1. Class-rates as between defined territories and the southwest, 
on the one hand, and the states of New Mexico and Arizona on the 
other hand, higher in level when measured by short line distances, 
than the class-rate level concurrently maintained as between defined 
territories and the southwest on the one hand, and Texas differential 
territory on the other hand, will for the future be unreasonable and 
unduly prejudicial to the people of the states of New Mexico and Ari- 
zona: 

2. Class rates as between the Colorado cities, of which Denver is 
typical, on the one hand, and the states of New Mexico and Ari- 
zona on the other hand, higher in level when measured by short 
line distances, than the class-rate level concurrently maintained be- 
tween points in Texas differential territory and between points in 
that territory and New Mexico and Arizona, will, for the future, be 
unreasonable and unduly prejudicial to the people of the states of 
New Mexico and Arizona: 

3. Ocean-rail and rail-ocean-rail class-rates as between eastern 
defined territories, including trunk-line territory and Atlantic ports, 
on the one hand, and New Mexico and Arizona on the other hand, 
higher in level when measured by the short line inland rail distance 
hauls, than the ocean-rail and rail-ocean-rail class rate level con- 
currently maintained between the same eastern territories and Texas 
differential territory, will for the future be unreasonable and unduly 
prejudicial to the people of the states of New Mexico and Arizona. 


_ 4, The defendant carriers will be required to establish and main- 
tain for the future, to and from the states of New Mexico and 
Arizona, for the transportation of property to and from the south- 
west, the southwestern gateways, Kansas City, Mo., and defined 
territories, class rates upon the same level and distance progression, 
as the class-rate bases prescribed for application to and from Texas 
differential territory for the tran:@,ortation of property to and from the 
— ont a territories in the Consolidated Southwestern Cases, 
12 > Se . ° 


5. The defendant carriers will be required to establish and main- 
tain for the future, to and from the states of New Mexico and Ari- 
zona, via ocean-rail, and rail-ocean-rail routes, for the transportation 
of property to and from eastern defined territories over such routes, 
class rates upon the same level, measured by the short line inland 
rail distance hauls, as the ocean-rail and rail-ocean-rail bases pre- 
scribed for application to and from Texas differential territory for the 
transportation of property to and from the same designated defined 
territories via ocean-rail and rail-ocean-rail routes in the Consolidated 
Southwestern Cases, supra, pages 377, 378, finding No. 11 


6. The defendant carriers will be required to establish and main- 
tain for the future, to and from the states of New Mexico and 
Arizona, for the transportation of property to and from Colorado 
cities and points grouped therewith, class rates upon the same level 
and distance progression as the class rate bases prescribed for ap- 
plication within the Texas differential territory in the Consolidated 
Southwestern Cases, supra, finding No. 18, page 390. 


7. In establishing class rates to and from New Mexico and Ari- 
zona pursuant to the foregoing findings, the basic distance scale for 
rates and differentials will be that set forth in Appendix 18, pages 
477 and 478 of the report in Consolidated Southwestern Cases, supra; 
and the percentage relation of the lower classes to first class will 
be in the proportions set forth in Appendix 13, page 450, of the re- 
port in the case last cited. The groupings of the defined territories 
north and east of the state of Texas in relation to that state for 
rate making purposes will be observed in establishing rates between 
the same territories and the states of New Mexico and Arizona. 
Such groupings as may be established within the states of New 
Mexico and Arizona, in the relation to the states north and east 
thereof, will not be larger in point of distance than the groupings 
which may concurrently be maintained within Texas differential ter- 
ritory under the findings in the Consolidated Southwestern Cases, 
supra. 

8. The class rate differentials over or under Kansas City, Mo., and 
St. Louis, Mo., or other southwestern gateways, used in constructing 
rates between the defined territories and New Mexico and Arizona, 
shall not be greater than the class rate differentials contemporane- 
ously used in constructing class rates between the same defined terri- 
tories and Texas differential territory. 


9. In constructing class rates to and from New Mexico and Anri- 
zona the “Differentials for Texas and Oklahoma differential terri- 
tory’’ set forth in Appendix 18, page 477, of the report in Consolidated 
Southwestern Cases, supra, will be added to the ‘“‘Southwestern scale’”’ 
for the length of the haul in the territory west and southwest of 
the Texas differential line described in Appendix 9, page 428, of the 
case cited, and will accrue to the carriers performing the transporta- 
tion services in that territory. 

10. For simplification the last digit of the class rates to be es- 
tablished under the foregoing findings will be either 0 or 5, according 
to which of these digits the pennies come the closer in calculations. 
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STORAGE AT JACKSONVILLE, FLA. 


An unusual storage and handling question is involved in No. 
19049, Chase & Co. vs. Seaboard Air Line. Examiner B. E. 
Stillwell has recommended its dismissal on the ground that the 
Commission is without jurisdiction to consider the merits of 
a complaint alleging that the charges collected for the handling 
and storage, at Jacksonville, Fla., of an imported shipment of 
copper sulphate were unreasonable. Stillwell said that appar- 
ently the railroad company’s services were performed in its 
capacity as a warehouseman and not in connection with the 
property transported. 

The copper sulphate, 658 casks, was imported from England 
in 1923. Charges were imposed upon the sulphate in terms 
of money per ton. The sulphate was trucked by hand from the 
point of unloading from vessel to the warehouse for storage. 
Charges were collected at the rate of .40 cents per ton for 
each 30-day period of storage and 80 cents per ton for handling 
from shipside to storage. These charges were in accordance 
with Glenn’s Port Charges tariffs, I. C. C. No. A-382 and A-439. 

Prior to arrival of the shipment at Jacksonville, the com- 
plainant alleged, it made arrangements with the defendant for 
storage, for a period of a year or more ,at a charge of 50 cents 
for handling and 20 cents a ton for storage, for each 30-day 
period. The complainant asserted the shipment was solicited 
and the arrangement was made for the long storage on the 
theory that the provision for long storage would not make it 
proper to apply the Commission’s theory that storage in rail- 
road warehouses might be at rates higher than in other ware- 
warehouses so as to prevent long storage. 

The Seaboard denied that it quoted such charges. Charges 
were collected on the low basis, but in November, 1923, under- 
charge bills were collected. In closing his discussion of the 
case, the examiner said: 


The shipment passed into the possession and control of com- 
plainant at Jacksonville to be distributed as commercial conditions 
occasioned. It appears that the original movement terminated at that 
point and that any subsequent rail movements were separate and 
distinct from the original movement. The evidence does not establish 
that the stoppage, handling and storage were merely transportation 
incidents between the receipt from the water carrier and subsequent 
movements or that there was any connection between the water and 
rail transportation. Apparently defendant’s services were performed 
in its capacity as a warehouseman and not in connection with prop- 
erty transported. It has not been shown that the handling and stor- 
age of the shipment were in connection with transportation over 
which the Commission has jurisdiction. See B. & O. S. W. R. R. Co. 
vs. Settle, 260 U. S. 166, W. P. Fuller & Co. vs. S. P. Co., 128 I. C. C. 
199, Standard Oil Co. vs. Atlantic Coast Line R. R. Co., 13 Fed. (2nd) 
633 Texas & N. O. R. R. Co. vs. Sabine Trans, Co. 227 U. S. 111. 

Upon this record the Commission should find it has no jurisdic- 
tion to determine the reasonableness of the charges assailed, and 
dismiss the complaint. 


COAL TO TOPEKA AND LAWRENCE, KAN 


Examiner E. P. Hurley, in No. 18997, Wessen Coal Co. et al. 
vs. Missouri Pacific et al., has recommended that the Commis- 
sion find unreasonable the rates on soft coal, from mines in 
Kansas and Missouri, to Topeka and Lawrence, Kan., prescribe 
new ones and award reparation. He said the Commission should 
find that the rates on lump and slack coal from the Pittsburg 
(Mo.-Kan.) group to Lawrence were, are and for the future 
will be unreasonable to the extent that they exceeded, exceed 
or may exceed $1.80 per ton on lump and $1.40 on slack coal; 
that the rate on lump from the same points of origin to Topeka 
were, are and for the future will be unreasonable to the extent 
it exceeded, exceeds or may exceed $1.95, but that the rates 
on slack to Topeka was and is not unreasonable. 


REPARATION ON COKE 


Examiner Lewis L. Prout, in No. 19343, Straight Line Engine 
Co., Inc., et al. vs. New York Central et al., says the Commission 
should find unreasonable a rate of $4.14, prior to December 31, 
1926, on coke, from points within the switching limits of Boston, 
Mass., to Syracuse, N. Y., to the extent it exceeded a rate of 
$3.78, established on the day mentioned, and award reparation 
to that basis. He said the $3.78 rate had not been shown to 
have been unreasonable, or otherwise unlawful. 


POTATOES TO TOLEDO, O. 


A finding of unreasonableness, an award of reparation and 
an order establishing a new rate have been recommended by 
Examiner H. L. Main, in No. 19231, Purse Brothers vs. Norfolk 
Southern et al., as to a through joint rate of 88 cents on a ¢ar- 
load of potatoes, shipped in 1924, from Elizabeth City, N. C., 
to Toledo, O. Main said the Commission should find that a 
reasonable rate would have been 83 cents and prescribe that 
rate for the future. 


SHOPPING BAGS OVERCHARGED 
Examiner R. M. Collins, in No. 19289, James S. Kirk & Co. 
vs. Baltimore & Ohio, has advised the Commission to find that the 
rate charged on paper shopping bags, in carloads, from Lockland, 
O., to Chicago, Ill., shipped in May, 1923, was inapplicable, direct 
refund of the overcharge and dismiss the complaint. He said 
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the Commission should find that the rate contemporaneously 
applicable on paper bags was the one to have been applied on 
the shopring bags in question. 





AUTOMOBILE BUMPER RATES 


Examiner Kenneth J. McAuliffe has recommended the dis- 
missal of No. 19340, American Chain Co., Inc., et al. vs. Penn- 
sylvania et al., on a finding that rates on automobile bumpers, 
in less-than-carloads, from East York, Pa., to New York, N. Y., 
Washington, D. C., Newark, N. J., and Buffalo, N. Y., charged 
on shipments made between August 4 and November 2, 1925, 
were applicable. The complainants contended for the applica- 
tion of a low commodity rate, applicable, the defendants said. 
on railway car, locomotive and track bumpers. They assessed 
second class applicable to “automobile parts—bumper guards 
and bumper rails.’ The examiner said that if that tariff de- 
scription were to be given any meaning it had to apply to the 
commodities shipped by the complainants. 


LUMBER FINDING MODIFIED 


Examiner Lewis L. Prout, in No. 17900, Kentucky Lumber 
Co. vs. Louisville & Nashville, upon further hearing, has rec- 
ommended that the Commission modify the finding, in the for- 
mer report, 122 I. C. C. 119, that the rates charged on lumber, 
from Sulligent, Ala., to Wallins, Evarts, Baxter, Harlan and 
Livingston, Ky., were applicable to the extent of finding the 
shipment to Livingston overcharged. He said the Commission 
should direct the refund of the overcharge and dismiss the 
complaint. 


CANNED FRUITS REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner C. H. Beck in No. 18404, 
B. & J. Sales Co. vs. Fort Worth & Denver City et al., as to 
the rates and the charges thereunder, on canned fruits, vege- 
tables and syrup, carloads, from Altus, Okla., to destinations 
in Texas. He said the rates should be found unreasonable to 
the extent they exceeded 49 cents to Corsicana, 44 cents to 
Dallas, and 47 cents to Hillsboro and Terrell. The complaint 
alleged the rates were unreasonable to the extent they ex- 
ceeded those prescribed in Memphis-Southwestern Investigation, 
et b. €. ©. S06. 


FABRICATION CASE DISMISSED 


Examiner S. A. Aplin has advised the Commission to dis- 
miss No. 81685, Magor Car Corporation vs. Delaware, Lacka- 
wanna & Western, on a finding that the refusal of the Lacka- 
wanna to maintain fabrication-in-transit service on car trucks, 
at Athenia, N. J., did not result in. unreasonable or otherwise 
unlawful charges. The examiner said the transit tariffs through- 
out Trunk Line and Central territories were uniform in their 
application and that upon this record it did not appear that 
there was any compelling reason for extending transit to car 
trucks at Athenia. 


TANNING EXTRACT RATES 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 19111, Cutmann & Co. vs. Baltimore & Ohio et al., on a 
finding that rates on quebracho and tanning extracts, dry and 
liquid, from Boston, Mass., New York, N. Y., and New York 


rate points, to Chicago, IIl., are neither unreasonable nor unduly 
prejudicial. 


OIL RATES FOR THE FUTURE 

Examiner B. E. Stillwell, in No. 15777, Derby Oil Company 
et al. vs. Santa Fe et al., said the Commission should find the 
rates on lubricating oils, in carloads, from points in Texas, 
to Wichita, Kan., not unreasonable as to past shipments. But 
he ‘said it should find that for the future, the rates would be 
unreasonable and unduly prejudicial to the extent they might 
exceed 34 cents from the Houston group and 39 cents from the 
Wichita group. He said there was not sufficient proof to sup- 
port an award of reparation on account of any undue prejudice 
which might have existed. 


LUMBER DEMURRAGE CASE 


Examiner C. W. Griffin has recommended the dismissal of 
No. 19420, Milne Lumber Company vs. New York Central, with 
an injunction to the railroad to refund demurrage charges col- 
lected at Detroit, Mich., on a carload of lumber originating at 
Oakdale, La., in excess of those applicable. The charges were 
collected in May, 1923. The excess amounted to $35. 


FERTILIZER RATES FROM HOPE, ARK. 

A finding of unreasonableness and undue prejudice and an 
award of reparation have been recommended by Examiner John 
T. Money, in No. 17302, Hope Fertilizer Company vs. Arkansas 
Western et al., as to rates and charges on fertilizer and fertil- 
izer compounds, in straight or mixed carloads, from Hope, Ark., 
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to points in Oklahoma. He said the rates should also be found 
in violation of the fourth section. All these findings are to be 
to the extent the rates assailed exceeded the distance scales 
of single- and joint-line commodity rates prescribed in the Mem- 
phis-Southwestern Investigation, 77 I. C. C. 474. Those rates 
are also to be the foundation for the award of reparation. 


INDIANAPOLIS SPELTER BASIS 


Examiner Harry C. Barron, in No. 19072, Chapman-Price 
Steel Company vs. Atchison, Topeka & Santa Fe et al., says the 
Commission should find rates on spelter, carloads, from points 
in Arkansas, Illinois, Kansas, Missouri and Oklahoma to Indi- 
anapolis, Ind., not unreasonable but unduly prejudicial to the 
extent they exceeded, exceed or may exceed the rates contem- 
poraneously in effect to Chicago. He said damage had not been 
shown and reparation should be denied. 


PROPORTIONAL BEVERAGE RATES 


An order of dismissal has been recommended by Examiner 
C. J. Peterson, in No. 18898, Clark & Lewis Company et al. vs. 
Clyde Steamship Company et al., based on a finding that the 
proportional rates on beverages, carloads, from Jacksonville, 
Fla., to Daytona Beach, Cocoa, West Palm Beach and Miami, 
Fla., are not unreasonable or otherwise unlawful, as alleged. 


FIRE BRICK SLIGO RULE CASE 

Examiner R. J. Olentine, in No. 19497, Evens & Howard 
Fire Brick Company vs. Mobile & Ohio et al., says the Com- 
mission should find a rate of 28.5 cents on fire brick from St. 
Louis, Mo., to Goodyear, Miss., charged in 1924, was inapplicable. 
The examiner said that the complainant contended the rate 
should have been 26 cents by the application of the principle 
laid down in the Sligo Iron Store case, 62 I. C. C. 643. Olentine 
said the Commission should find the applicable rate was 26 and 
direct the refund of the overcharge. 


OTHER OIL RATES ADDED 


In a report on further hearing in No. 18146, Continental Oil 
Company vs. Atchison, Topeka & Santa Fe et al., Examiner 
R. J. Olentine said the finding in the previous report, 122 I. C. 
C. 335, that rates, charged on gasoline, in carloads, from Flor- 
ence, Colo., to destinations in Utah were unreasonable, should 
be modified so as to include rates on other petroleum products 
from Casper, Wyo., Richmond and El Segundo, Calif., Flor- 
ence and Minnequa, Colo., to destinations in Utah and Colo- 
rado. The examiner said that in the original presentation of 
the case the complainant relied solely upon the findings in 
Utah State Automobile Association vs. Santa Fe, 66 I. C. C. 
8 and 92 I. C. C. 376, in which only rates on gasoline were in- 
volved. In this case he said the Commission should find the 
rates unreasonable to the extent that they exceeded 66 cents 
from Casper to De Beque, Salt Lake City, and Price, and 60 
cents from Florence to Utah destinations, 73 cents from Rich- 
mond and El Segundo to Salt Lake City and Ogden, and 66 cents 
from Minnequa to Castle Gate, and award reparation. 


IRON AND STEEL RATES 


Examiner Bronson Jewell, in No. 18554, Wyeth Hardware 
& Manufacturing Co. et al. vs. Alton & Eastern et al., has pro- 
posed that the Commission find not unreasonable, but unduly 
prejudicial, the rates on iron and steel articles, carloads, from 
points in Wisconsin, Illinois, Indiana, Iowa, Missouri and from 
east-bank Mississippi River crossings on traffic originating east 
of the Indiana-Illinois state line, to St. Joseph, Mo., and to 
Atchison, Kan. He said the rates should be found unduly pref- 
erential of destinations in Missouri, Iowa and Minnesota, which 
were accorded commodity rates less than fifth class from cer- 
tain of the points of origin. St. Joseph and Atchison pay fifth 
class. Jewell said the Commission should order the removal 
of the prejudice and preference by ordering the rates to S: 
Joseph and Atchison reduced to a basis not higher than 5 cents 
less than the applicable fifth class rates, or by increasing tne 
rates to the preferred points to fifth class. He said the Com- 
mission should further find that the evidence did not show that 
the complainants had been damaged by the undue prejudice. 


EGG CASE MATERIAL RATES 


Examiner C. W. Griffin, in a proposed report on No. 16030, 
Dillman Egg Case Company et al. vs. Santa Fe et al., upon fur- 
ther hearing, has recommended a modification of the finding in 
the original report, 113 I. C. C. 447, relative to rates on egg case 
material and other forest products, in carloads, from Caruthers- 
ville, Mo., to points in Iowa, South Dakota, Minnesota, Wiscon- 
sin and Illinois. He says the Commission should find the rates 
on lumber, egg case material, box material and shooks, had been, 
were and will be unreasonable, unduly prejudicial to the com- 
plainant and unduly preferential of its competitors at Cairo, IIl., 
to the extent they exceeded, exceed or may exceed the rates to 
Cairo, over interstate routes, by more than eight cents per 100 
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pounds. In all other particulars, he says, the former report 
should be affirmed. 


OLD RAIL RATE CASE 


Examiner R. J. Olentine, in No. 18438, J. B. Harvey vs. Louis- 
ville & Nashville et al., has recommended a finding that the 
rate charged on old rails, carloads, from Chopin, La., to Mobile, 
Ala., in 1925 and 1926, were unreasonable to the extent and 
when in excess of the aggregate of intermediates, and an award 
of reparation. He said the Commission should find that a rate 
of 31 cents was unreasonable to the extent and when the total 
charges accruing thereunder exceeded the charges under a 
combination of 20 cents, minimum 44,800 pounds, from Chopin 
to New Orleans and 14 cents, minimum 40,000 pounds, from 
New Orleans to Mobile and award reparation to that basis. 


RATE COMBINATION METHODS 


In a proposed report on No. 19302, Kissel Motor Car Com- 
pany vs. Chicage, Milwaukee and St. Paul et al., Attorney-Ex- 
aminer Alfred G. Hagerty said the Commission should find in- 
applicable through class and commodity-combination rates be- 
tween points east of the Indiana-Illinois state line and Hartford, 
Wis., constructed by combining the separately established fac- 
tors east and west of Milwaukee. 

The examiner said the Commission should find that the 
applicable through class and commodity combinations between 
the designated points which, he said, had not been shown to 
have been unreasonable, were those constructed by combining 
me separately established factors to and from Rugby Junction, 

Jis. 

Hagerty said that to the extent that transportation charges 
at rates higher than those indicated by him as applicable had 
been collected for transportation between points east of the 
Indiana-Illinois state line and Hartford, the carriers would be 
expected to make refund of the overcharges without the for- 
mality of a reparation order. He said the Commission should 
dismiss the complaint. 





TENTATIVE VALUATION REPORTS 


The Erie Railroad Co. and 37 subsidaries, as of June 30, 191 
total owned property, $172,026,148; total used property, 83 so0 008 
On the valuation day the Erie had outstanding a par value of $391,- 
702,584.17 in stocks and long term debt, of which $112,378,900 repre- 
sented common stock, $63,892,400 preferred stock and $215,431,284.17 
funded debt unmatured. In addition it had outstanding $397,225 par 
value of matured but unpaid funded debt which had not been pre- 
sented for payment. Investment in road and equipment, including 
land, was stated in the company’s books as $283,005,647.62. With re- 
adjustments required by the Commission’s accounting examination, 
this amount would be reduced to $277,447,329.89. Cost of reproduction 
new and cost of reproduction less depreciation of all common carrier 
property, other than land and material and supplies owned by the 
Erie, were found as follows: Cost of reproduction new of total owned 
$187,369,275; of total used, $273,797,604. Cost of reproduction new ot 
total owned, less depreciation, $136,909,199; and of total used, less 
gpa ne gran pen ya oe 3 a value, that is, as of valuation date, 
of ov and used carrier lands, was stated 5, 
used carrier lands, $56,831,287. ee ee 





SUSPENDED TARIFFS 


In I. S. No. 2982, the commission has suspended from Septem- 
ber 22 until April 22, schedules as published in Supplement No. 10 
to Chicago and Alton R. R. Co.’s tariff I. C. C. No. A1744, Sup- 
plement No. 6 to Wabash Ry. Co.’s tariff I. C. C. No. 6160, and 
other individual lines’ tariffs. The suspended schedules propose 
reduced rates on soft coal, carloads, from various mines in 
Illinois to destinations in Kansas and Missouri. The following 
is illustrative, rates in cents per ton 2,000 lbs. on coal, carloads, 
which has been passed through bar screen not exceeding 1% 
— between bars, a 3-inch mesh or a 38-inch round perfora- 
ion: 

From mines in Springfield, Ill., group 


Present Proposed 
To rate rate 
NE Cr) Fas oon os oc cweensvicewes 237 *198 
Bowne Gren, BMG, ..n06s.cccceccecsonves 182 


E . . : 176 
wai face absorption of destination switching not exceeding $6.40 


BOTH SIDES DISSATISFIED 


A petition, signed by both shippers and carriers, indicating 
that the railroads and their users disagree with the Commission, 
has been filed asking for a revision, by the Commission, of its 
report on fourth section application No. 13030, in connection 
with which it issued fourth section order No. 144, amended, 
general No. 5, amended, denying relief for the making of routine 
classification changes (see Traffic World, July 9, p. 70). The 
petition is the result of a conference between the chief pub- 
lishing agents and traffic representatives of the carriers ap- 
pointed for that purpose, officials of the National Industrial 
Traffic League, and representatives of shippers and shippers’ 
organizations particularly interested in classification changes of 
what they call a routine character. 

As viewed by the representatives of shippers in particular, 
the effect of the report issued by the Commission was to 
“freeze” all classification items, making it impossible for the 
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carriers to make either increases or reductions in rates as a 
result of changes in classification items. 

The railroads, having made application for fourth section 
relief, the technical way for the representatives of shippers to 
get into the case was for them to say that as they had a vital 
interest in the matter, they joined with the carriers in asking 
for the relief indicated in the railroad applications. The joint 
petitioners submitted a suggestion for modification of the Com- 
mission’s report an dorder; “at the earliest possible date,” they 
said. The suggestion follows: 


Realizing the difficulty, if not the impossibility, of determining 
what the effect will be of changing the classification of any given 
commodity on account of the intricate rate structure of the country, 
comprising both class and commodity rates, published inter- as well 
as intra-territorially, and in order that the movement of traffic may 
not be impeded and that changes may be made in the classification 
when found to insure the proper relation of commodities. 

It is ordered that changes may be made in the classification 
from time to time, pending the determination of the proper class 
rate scales in the respective classification territories and the har- 
monizing of the classification; provided, however, that if fourth sec- 
tion departures result therefrom, when such departures are discovered 
they will be immediately rectified or application made to the Com- 
mission for authority to continue such departures in accordance with 
the requirements of the law. 


SOUTHERN CLASS RATES 


Precise issues have been formulated in regard to the can- 
cellation of less-than-carload commodity rates and classification 
exceptions, on which the Southern Freight Association set hear- 
ings at Atlanta and Cincinnati (see Traffic World, September 17, 
p. 616). 

After the shippers, meeting as the Southern Traffic League, 
adopted resolutions on the subject, the carriers also put their 
views on the subject in the form of resolutions which they 
transmitted to the shippers in a letter signed by Chairman 
Barham. The letteer, in part, and the resolutions in full, follow: 


The carriers have carefully considered the resolutions offered by 
the shipping interests at this meeting, a copy of which, for your con- 
venience, is attached. They appreciate the frankness which char- 
acterizes its expressions and they value the opportunity given them 
to explain to a representative meeting some of the difficulties by 
which they are confronted. 

Unfortunately they are unable to go along with the suggestions 
contained in the memorandum of shippers, and that all those in- 
terested may be immediately advised they now report their con- 
clusions, as follows: 

1. Classification exceptions: The cancellation of the present ex- 
Geptions to the classification is directed by a specific finding of the 
Commission. In the opinion of carriers they are without authority 
to amend or altar this finding, precisely, and to the same extent, 
that they are without authority to amend or alter the rate scale 
which the Commission has fixed by another finding. In other words, 
they believe that the several findings of the Commission, of which 
that relating to classification exceptions is one, have equal force and 
must be equally observed. ’ 

2. Less than carload commodity rates: In justice to themselves 
and following what they are constrained to believe is the fair intent 
of the Commission’s decision taken in its entirety, the carriers are 
of the opinion that they must proceed with the cancellation of ex- 
isting less than carload commodity rates, substantially as proposed, 
and except where it plainly appears that their continuance as now, 
or as they may be reasonably modified, is proper and in the public 
interest. They will, therefore, adhere to this program, with the un- 
derstanding that any interest desiring to be specifically heard with 
reference to a given commodity, as a whole or as the rate applica- 
tion may be between specific points, will be further heard, provided 
such hearing is held not later than October 15. The chairman is in- 
structed to set down for hearing requests received in line with the 
foregoing, and to point out that this date is given as the latest avail- 
able, if delayed publication of the revised class rates is to be avoided, 
and this is felt to be of first importance. 

3. Classification changes: The fourth section committee is not 
charged with the duty of concluding this feature of the general 
problem, it being strictly a matter within the purview of the classi- 
fication committee. Nevertheless, the fourth section committee will 
undertake. with all promptness, to lay the subject before the proper 
authorities in the light of the expressions made at the conference, 
and will later advise those now addressed with respect to the de- 
termination reached. 

4, General further proceedings: In view of the foregoing the car- 
riers are of the opinion that necessity does not obtain for a request 
upon the Commission to institute further proceedings, the effect of 
which must be to delay the publication of the rates covered by the 
findings. They would not themselves be willing to make such re- 
quest or to share its responsibility with others. 

In the event you desire to further discuss any rate or rates 
with the committee, it is earnestly asked that you immediately so 
advise the undersigned. In the meanwhile, it may be understood that 
the Committee will be in constant session through September 23 and 
with the exception of the week of September 25 will be prepared 
to confer with shippers until and including October 15. 


At the Cincinnati hearing September 20 the Chicago Asso- 
ciation of Commerce filed a protest on behalf of shippers in 
the Chicago switching district against approval of the special 
docket of the Southern Classification Committee. It said: 


An analysis of the changes fn rating proposed by the Southern 
Classification Committee under the special docket set for hearing 
oH gag September 20 and at Atlanta October 4, reveals the 
ollowing: 

The proposed changes affect 1875 items which include 5,104 sep- 
arate ratings. Of these 5,104 ratings, 2,336 involve no change, leaving 
2,768 upon which changes are proposed. In the revision of these 2,768 
ratings the carriers propose 1,952 advances and 816 reductions. This. 
means that 70% per cent of the changes proposed by the carriers 
are in the nature of advances and 29% per cent are reductions. In 
the revision of these ratings, the carriers have in a great many in- 
stances raised the rates from the Southern me to conform to 
either the Western or the Official rating, whichever is the highest. 
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There are 708 ratings involved which are different in Official than 
in Western Classification Territory, and revising these items the car- 
riers propose to raise the ratings in the Southern to either the Of- 
ficial or Western, whichever is higher, on 61 per cent of the total, 
and to the lower rating on 29 per cent of the total. On 10 per cent 
of the items they propose ratings which do not conform either to 
the Official or the Western, but may be higher, lower or in-between. 

In general, the analysis shows that the entire change proposed 
by the carriers is in the nature of a substantial advance in their 
rating and very little effort has been directed towards uniformity. 
Further, that if uniformity is desired it is not necessary that it be 
brought about by advances, but that the desired results could just 
as easily have been accomplished by an equal number of advances 
and reductions. 

The decision of the Commission in docket No. 13494 prescribed 
a scale based upon the present Southern Classification ratings, and 
traffic tests were made which revealed that the revenues of the car- 
riers under the scale prescribed would not be materially affected, and 
it does not seem at this time that any wholesale effort should be 
made for proposed increased ratings in the Southern Classification 
which will result in substantial increases in carriers’ revenues not 
contemplated as the result of the Southern Class Rate Investigation. 
Furthermore, the proposed changes would not in any way be connected 
with the revision of the class rates in Southern Territory and should 
not be used to postpone the effective date of the new class rates. 

In so far as the changes proposed are made necessary by decision 
of the Interstate Commerce Commission in Fourth Section application 
No. 13030, reported in 129 I. C. C. 187, the carriers and shippers jointly 
have petitioned the Commission for modification of their order. 

Any classification changes, such as proposed prior to the effective 
date of the rates prescribed in the Southern Class Rate Investigation- 
Docket 13494, now contemplated to take effect December 31, 1927, would 
not cure the fourth section situation. 

The general harmonization of the classification ratings inter- 
territorially should be held in abeyance pending determination of 
the proper class rate scales in the respective classification territories, 
as well as the class rate scales to apply between these territories. 


Meeting the request of New York shippers the Southern 
Classification Committee has sent word to the New York Mer- 
chants’ Association that it will shortly hold hearings in New 
York on the proposed classification changes that particularly 
affect shippers in Trunk Line and New England territories. 


VAN SWERINGEN PLAN CASE 
The Trafic World Washington Bureau 


The Chesapeake & Ohio, in its reply brief in finance Nos. 
6113 and 6114, in which it seeks authority to acquire control of 
the Erie and Pere Marquette railroads and to issue $59,502,400 
of additional common capital stock, has analyzed in detail the 
various objections to the applications made by minority stock- 
holders of the C. & O. 

Counsel say in the brief that they not only have answered 
fully all of the questions properly arising in the consideration 
of the applications but also have, in the discussion of many of 
the subjects relied upon by the interveners, gone far beyond 
these bounds and considered “topics seemingly not pertinent 
to the issues here involved.” They say full answer has been 
made in such cases “in order that beyond doubt it might be 
established that every question has been properly and fairly 
met and that there is no reason left, from any viewpoint, which 
can be logically urged why the prayer of the application should 
not be granted.” 

“It is a quite common method of attack to attempt to becloud 
the subject sought to be presented, to the end that it may not 
stand full and clear in the white light of reason before the 
tribunal charged with the responsibility of decision,” say counsel. 
“From time immemorial, in a controversy when a proposition 
cannot be met, it is to be expected that those endeavoring to 
secure its defeat will attempt to carry the mind into a foreign 
country, in order that the real question, which is nearer home, 
may be entirely neglected. To see that this be not done is the 
purpose of this brief and for that reason, by the record, and the 
record only, has been measured every contention, although 
without foundation in fact or only the vagary of an imagination 
hungry for sensationalism and it is now urged that in no instance 
has the testimony in this case been found insufficient to establish 
the right of the applicant under the law and the permission of 
this commission to acquire control by acquisition of stock of the 
Erie and Pere Marquette.” 

Alleged use of bank deposits of the C. & O. and of the 
Hocking Valley as a basis of credit with the banking institutions 
through which O. P. and M. J. Van Sweringen financed their 
purchases of C. & O., Erie and Pere Marquette stock was 
discussed at length in the brief, counsel saying that this question 
had received so much attention at the hands of the minority 
that it was deemed advisable to put all the facts before the 
commission, “even though at the risk of consuming space and 
in spite of the fact that. casual reading of the record and the 
exhibits will prove unmistakably how flimsy is this contention.” 

Counsel said the minority contended that between January, 
1923, and May, 1927, the Van Sweringens had borrowed $131,- 
114,171.15. They said they believed this statement to be mis- 
leading because “it counts the renewal of a loan on the same 
basis as a new and independent loan.” For example, they said, 
Messrs. Van Sweringen obtained a loan of $6,000,000 from J. P. 
Morgan & Co., on January 7, 1925, which was merged into a 
loan of $31,754,033 on March 16, 1926, and that that loan was 
merged into a loan of $40,000,000 on August 6, 1926. 

“Thus the total amount borrowed was only $40,000,000, 
although using the method of the minority in computing the 
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$131,114,171.15 above referred to, the total amount borrowed 
would be the sum of the loans of $6,000,000, $31,754,033, and 
$40,000,000, or $77,754,033,” said counsel. 

Disputing the assertions of the minority as to use of C. & O. 
funds as a basis for credit for the Van Sweringen operations, 
counsel said the contention of the minority ignored the fact that 
the Messrs. Van Sweringen were large property owners and 
were in a position to obtain credit on their own responsibility, 
Reference was made to the record to support the contention that 
C. & O. funds were not deposited in certain banks for the purpose 
of influencing the banks to extend credit to the Van Sweringens. 

“The remarkable theory upon which it (the minority) relies 
seems to be that the obtaining of loans by a railroad officer 
from a bank at which the railroad keeps deposits constitutes 
a violation of his trust and that somehow the proceeds of these 
loans become stamped with a trust and belong to the railroad,” 
counsel said. “The minority cites no cases in support of its 
remarkable theory. Upon the facts and the law, certainly no 
court nor this commission would sustain it. It is hardly 
believable that it is seriously advanced as an argument to aid 
in determining the issues in this case.” 

Counsel said further that “the whole record shows only 
ordinary business transactions.’ They said what profits O. P. 
Van Sweringen “has made or what his profits might be if he 
sold all his interest in C. & O. and Nickel Plate stocks is 
clearly outside the purview of the act.” 


CAR SERVICE REPORT 


Despite an anticipated seasonal increase in the volume of 
freight this fall, at which time it is always the heaviest, no 
difficulty is expected by the railroads in meeting the trans- 
portation demands of the shipping public, according to a report 
submitted at the fall meeting, in Chicago, September 22, of the 
directors of the American Railway Association by the car service 
division. 

The condition of freight cars and locomotives, the report 
says, is the best for any of the post-war years, while the gen- 
eral transportation situation, so far as operation is concerned, 
is highly satisfactory. 

Actual loading of revenue freight for the first thirty-five 
weeks this year (from January 1 to September 3) was 34,888,203 
cars, a decrease of 124,713 cars, or .4 per cent, compared with 
the corresponding period last year, but an increase of 957,508 
cars, or 2.8 per cent, over the corresponding period in 1925. 
Loading of coal, merchandise, and less-than-carload-lot freight 
and miscellaneous freight, which accounts for approximately 
81 per cent of the total number of cars loaded, has been greater 
by about 0.9 per cent for the thirty-five weeks period than for 
the same period in 1926, and approximately 4.5 per cent greater 
than in 1925. Loading of other commodities, which include 
grain and grain products, live stock, coke, forest products, anu 
ore, has been less for the first thirty-five weeks in 1927 than 
for the corresponding period last year. With the exception of 
grain and grain products, this also holds true for 1925. 

In respect to the transportation situation, so far as the 
movement of the heavy fall traffic is concerned, the report said: 


The supply of box cars in all parts of the country has continued 
to be sufficient to meet all requirements, with a surplus in excess 
of demand. The movement of winter wheat has been handled without 
the slightest difficulty. Roads concerned in the movement of spring 
wheat are well prepared for any demand that may be made upon 
them. Fewer western box cars are on eastern and southeastern rail- 
roads than ever before at this time of the year, clearly indicating 
that these railroads are continuing their policy of complete cooperation 
with their neighbors in the west in the return of western box cars 
to meet seasonal demand in that territory. The ability of the rail- 
roads to take care of any demands made upon them during the bal- 
ance of the season in the movement of box car traffic is evident. 

Bituminous coal production in the calendar year up to September 
3 amounted to 356,475,000 tons, which is only 6,227,000 tons less than 
during the corresponding period last year. Production since April 1 
has been at the rate of about 8,200,000 tons per week, or approxi- 
mately 1,340,000 tons less than was being produced at this time 
last year, and is about 1,000,000 tons less than the estimated current 
consumption. Consumers’ stocks of bituminous coal in storage as of 
July 1 was estimated at 62,000,000, a decrease of 13,000,000 tons since 
April 1—compared with 39,000,000 tons in storage on July 1, 1926. 

Coal loading on the lines serving the Kentucky, Virginia, and 
West Virginia fields has increased very materially in the recent past, 
and at the present time some of the lines serving those fields are 
loading more coal than at any time in their history. This has caused 
a general tightening in the car supply in those particular territories 
and action has been and is being taken to add to the car supply. 
It is not anticipated that serious difficulties will be experienced in 
protecting the requirements. Movement of lake coal is progressing 
satisfactorily although somewhat lighter than at this time last year, 
due to the unprecedented volume of movement earlier in the season. 
Dumpings at lower Lake Erie ports for the season to date are 
slightly over 4,000,000 tons in excess of the same period last year and 
no difficulty is anticipated in completing the season’s program. 

Loading of sand, stone, and gravel is running about five per cent 
heavier than similar loadings in the same period last year. The car 
supply is adequate for all requirements. Refrigerator cars are in 
good supply and arrangements are being made to fully protect re- 
quirements. 


L. F. Loree, chairman, Eastern Presidents’ Conference Com- 
mittee, and S. M. Felton, chairman, Western Presidents’ Confer- 
ence Committee, were elected ex-officio members of the board. 
As W. R. Cole, chairman, Southeastern Presidents’ Conference 
Committee, is already a member of the board, the action provides 
for close cooperation between the organizations, it was stated. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





BILLS OF LADING 


(Circuit Court of Appeals, Second Circuit.) Where plaintiff 
indorsed bill of lading to leather company, treasurer of which, 
acting for himself in hostility to company, negotiated sale 
thereof to defendant, who made payment to another company, 
owned and controlled by-such treasurer, refusal of instruction 
that defendants cannot sustain defense of bona fide purchasers, 
unless they show that leather company’s indorsement was by 
duly authorized agent, held error.—Moors et al. vs. Weil et al., 
20 Fed. (2d) 462. 


% 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





e 


REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Second Circuit.) Elkins act, 
sec. 1, as amended by Hepburn act, sec. 2 (Comp. St., sec. 8597), 
prohibiting “any person, persons, or corporations” from giving 
any rebate, concession, or discrimination in respect to the trans- 
portation of any property in interstate or foreign commerce, is 
not limited in its application to shippers and carriers, but in- 
cludes any person or corporation whose intended acts result in 
a transportation of property at less than tariff rates lawfully 
published.—_Spencer Kellogg & Sons, Inc., vs. United States, 20 
Fed. (2d) 459. 

Defendant, a corporation owning grain elevator at Buffalo, 
elevated grain from lake boats and loaded it into railroad cars 
for shipment to consignees. For this service it was paid one 
cent per bushel by the railroad companies. One-half of the 
amount so collected defendant refunded to shippers or con- 
signees, pursuant to prior arrangement and without knowledge 
of the railroad company. Held, defendant, though neither a 
carrier nor shipper, was guilty of violating Elkins act, sec. 1, as 
amended by Hepburn act, sec. 2 (Comp. St., sec. 8597), prohibit- 
ing any person or corporation from giving any rebate, conces- 
sion, or discrimination in respect to the transportation of any 
property in interstate commerce.—lIbid. 

Congress has power under Constitution to regulate inter- 
state commerce, and therefore the action of persons who are 
engaged in it.—Ibid. 

Agents or persons actinng for a carrier are bound by con- 
gressional regulations.—Ibid. 

Offense under Elkins act, sec. 1, as amended by Hepburn 
act, sec. 2 (Comp. St., sec. 8597), of giving a rebate, concession, 
or discrimination, is not limited to cases of collusion between 
carrier and shipper.—Ibid. 

Elkins act, sec. 1 (Comp. St., sec. 8597), is remedial, and 
intended to do away with every form of discrimination, favor- 
itism, and inequality.—Ibid. 

(Circuit Court of Appeals, Fourth Circuit.) Consignor, on 
failure of consignee to make payment for freight, is liable there- 
for—Maryland Casualty Co..vs. Ohio River Gravel Co. Same 
vs. Ohio River Gravel Co. et al. Johnson et al. vs. Maryland 
Casualty Co., 20 Fed. (2d) 514. 

(Supreme Court of Ohio.) Sections 702-2c and 702-2d of 
the Code of Ordinances of the city of Cincinnati, which require 
an applicant for a license to operate a taxicab within the city 
of Cincinnati to furnish the city auditor of Cincinnati with a 
policy of insurance, or, in lieu thereof, with a surety bond exe- 
cuted by responsible individuals or by a company authorized 
to write such bonds, indemnifying such operator against loss 
or injury from the negligent operation of such taxicab, are valid 
and constitutional.State ex rel. McBride vs. Deckebach, City 
Auditor, 157 N. E. Rep. 758. 

Under article 18, sec. 3, of the Ohio Constitution, a charter 
municipality has power to require a taxicab operator to furnish 
insurance or bond indemnifying such operator against loss or 
injury from the negligent operation of his taxicab as a condition 
precedent to the issuing of a license to operate such taxicab 
on the city streets.—Ibid. 

(Supreme Court of Nebraska.) Ordinarily, Supreme Court 
will not interfere with fact findings of state Railway Commis- 
sion sufficiently supported by evidence; evidence held to support 
state Railway Commission’s order requiring railroad to open 
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team tracks on its belt line in Omaha to use of other com- 
panies.—Missouri Pac. R. Corporation, in Nebraska vs. Nebraska 
State Railway Commission (E. P. Boyer Lumber & Coal Co. 
et al., Interveners), 215 N. W. Rep. 138. 

(Supreme Court of Louisiana.) Primary liability of con- 
signor, or owner, of rice for freight charges, if present, ceases, 
and provisions of law are satisfied, when freight is paid by 
another.—Hardin vs. Federal Rice Mill Co., Inc., 113 Sou. Rep. 
760. 


a *, 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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(Circuit Court of Appeals, Second Circuit.) Limitation pro- 
ceeding may not be invoked to bring all claims against vessel 
into concourse, and thus make convenient disposition of a num- 
ber of actions against owner, where there is no possibility of 
claims equaling ship’s value——The Aquitania, 20 Fed (2d) 457. 

Before owner of ship may have benefit of limitation ac- 
corded by Rev. St., secs. 4283-4285 (Comp. St., secs. 8021-8023), 
under admiralty rules 51-53, owner must file petition setting 
forth facts and circumstances under which limitation is claimed, 
and limitation claimed must be value of vessel and her pending 
freight.—Ibid. 


FURNITURE COMPANY FINED 


The Commission has been informed, by those in charge of 
the case, that the Webster Manufacturing Company, with a plant 
at Superior, Wis., has pleaded guilty and has been fined $1,800, 
in the federal court for the western district of Wisconsin. The 
company was accused, in an indictment of ten counts, of billing 
mixed carloads of furniture, as common chairs, for shipment 
from Superior, to Lima, O. The case was made ready for the 
prosecuting officers by the Commission’s bureau of inquiry. 


MILWAUKEE REORGANIZATION CASE 


Rejection by the Commission of the Milwaukee reorganiza- 
tion plan was urged by counsel for the interveners, Edwin C. 
Jameson and others, in a brief filed in finance No. 6240, the 
proceeding involving the application of the Chicago, Milwaukee- 
St. Paul and Pacific Railroad Company to acquire the proper- 
ties of the Chicago, Milwaukee \& St. Paul and to issue 
securities. 

Counsel said the plan was unsound and founded on prin- 
ciples and formulated on theories in violation of the purpose 
and intent of the transportation act. 

“The truth is that this whole business was started wrong 
and has continued wrong,” said counsel. “Assuming that a re- 
ceivership was necessary and that a ‘readjustment of the cap- 
ital structure’ was required, the property should have been 
operated by the receivers for a reasonable time to enable them 
to make the necessary improvements in road and equipment 
and to demonstrate its actual earning capacity under fair con- 
ditions. The reorganization should have been deferred until 
this was done and then a reorganization plan should have been 
formulated, not in accordance with the practices of old banking 
reorganizations, which it was the purpose of the transportation 
act to abolish, but in accordance with the principles and pol- 
icies of that act, to the end that this great railroad system 
might be put upon a sound credit basis, in a position to meet 
competition; to obtain capital on a low basis; to adapt itself 
to inevitable changes in economic conditions; and to render an 
efficient public service at reasonable rates.” 

This sound procedure, said counsel, was not followed. The 
bankers, said they, took charge “of the whole situation in the 
same old way.” Plans for reorganization were developed even 
before the receivers were appointed and the reorganization plan 
was prepared and announced before the earning capacity of the 
property could be demonstrated, according to the brief. 

“The plan so formulated,” said counsel, ‘embodies every 
essential evil of the old practice of banking reorganizations. 
The holders of securities were dragooned into depositing under 
the plan by every method and influence known to the great 
financial interests. This Commission is now asked to approve 
a plan which is essentially unsound, unfair to the holders of 
securities, unjust to the public, and violative of every principle 
and policy of the transportation act.” 

Counsel contended that the plan violated the principles and 
policies of the transportation act “in that it contemplates the 
separation of the power of control and management of the St. 
Paul system from the responsibilities of ownership of any sub- 
stantial interest in the property (1) by transferring the sub- 
stantial value of the property to bondholders or creditors and 
vesting control and management primarily in stockholders who 
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have no substantial interest therein, and then (2) by transfer- 
ring this voting power with the resulting control of the man- 
agement to a voting trust selected by the bankers for such 
period as they may determine, thus giving to the bankers, who 
on their own testimony have no investment whatever in the 
property, the complete power of control and management for 
an unlimited period. This scheme is clearly in violation of the 
principles of the transportation act and of the decisions of this 
Commission; it is not compatible with the public interest; it is 
not ‘necessary’ for or ‘approprate’ to the purposes in view. It 
should not be approved.” 


The protestants said the operation of the property by the 
receivers should be continued until the security holders, or 
someone for them, should prepare and present to the Commis- 
sion for its approval a plan of reorganization that would be in 
the public interest and consistent with the proper performance 
by the carrier of service to the public at reasonable rates, and 
just and reasonable both to the public and the security holders 
concerned. 


JULY OPERATING RESULTS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I roads for July and the seven 
months ended with July, compiled by the bureau of statistics 
from carrier reports, for the United States as a whole, follow: 
1926 
237,915,46 


1927 
Average number of miles operated.... 238,661.58 


Revenues: 
DER avs wickuavereucodewe cereesas $ 369,984,813 $ 409,528,470 
EO Uiccde ha cseesnene keene ee *91,633,255 $97,893,032 
NN inet alah dial orig, sneerecwicnre 6a ed: Snare wees 7,709,086 »816,009 
PEED ccdergaceidreletvercneseseey 9,976,423 10,928,005 
All other transportation........... 17,409,597 18,376,988 
DEE, Shicliwcbcccncededwceweweee 11,955,513 12,587,477 
EE EP coc cclececcesseeues ,137,197 »227,9438 
SOINE TACIT —-DP . . oc cccccccccccccee 26,004 462,745 
Railway operating revenues... 509,379,880 557,895,179 

Expenses: 
Maintenance of way and structures 79,499,953 80,606,850 
Maintenance of equipment......... 100,329,206 106,813,693 
I lai deck bas 6 ac dnarnteh igs Ws bb 6 4:sce:atoecdo ,397, ,889,072 
TE ccs vnactaereeedeoces 174,302,763 180,204,315 
Miscellaneous operations........... 4,984,469 5,093,692 
eS ere 15,841,096 15,373,557 
Transportation for investment—Cr. 1,638,004 1,623,491 
ilway operating expenses.... 383,716,672 396,357,688 
Net revenue from railway operations.. 125,663,208 161,537,491 
PETES TEE GOOTURIB. occ ciccccccccccce 31,987,241 34,875,806 
Uncollectible railway revenues........ 110,223 133,932 
ilway operating income..... 93,565,744 126,527,753 
Equipment rents—Dr. balance......... 7,166,636 7,340,357 
Joint facility rent—Dr. balance........ 2,015,716 2,212,831 
Net railway operating income. 84,383,392 116,974,565 
Ratio of expenses to revenues (per ct.) 75.33 71.05 


SEVEN MONTHS 


Average number of miles operated.... 238,349.75 237,841.65 
Revenues: 
DE ccdevedicessancusedansanens - $2,632,754,188 $2,654,425,909 
I triads nceliow ud keere teow ne Oe §570,252,744 7602,874,348 
EE Ladcideeapesuhitekageeunkece owes 54,808,308 55,270,638 
eer Pre ee 76,783,898 81,212,671 
All other transportation........... 118,581,018 119,802,166 
Incidental ........ aigta a se ee areaciee »463,552 74,194,388 
SOMME TACUIEI=—CP.....  ecccccsccccece 8,056,630 7,606,944 
SORE TACT F DP 8.0 oo cc veccvccsecce ,912,533 2,778,229 
Railway operating revenues... 3,531,787,805 3,592,608,835 
Expenses: 
Maintenance of way and structures 504,816,537 494,581,212 
Maintenance of equipment......... 721,741,041 748,612,618 
wan oe i ahiei ee’. we-cio-ewecmtwkie 70,548,217 65,852,867 
roo ee ee 1,259,534,763 1,259,679,429 
Miscellaneous operations........... 32,416,734 32,432,490 
GOTMOFAL cece cvccsecsicccvcsccscersn. 111,976,252 108,145,159 
Transportation for investment—Cr. 8,404,501 8,828,068 
Railway operating expenses.... 2,692,629,043 2,700,475,707 
Net revenue from railway operations.. 839,158,762 892,133,128 
TOMATO Y CAE SCOTURIN. osc cccccvccescces 217,147,636 218,491,242 
Uncollectible railway revenues........ »375 954,633 
Railway operating income..... 621,119,751 672,687,253 
Equipment rents—Dr. balance......... 49,547,567 46, a 
Joint facility rent—Dr. balance........ 14,575,144 13,664,632 
’ Net railway operating income. 556,997,040 612,574,849 
Ratio of expenses to revenues (per ct.) 76.24 75.17 





*Includes $3,537,759 sleeping and parlor car surcharge. 
tIncludes $3,777,287 sleeping and parlor car surcharge. 
§Includes $23,254,741 sleeping and parlor car surcharge. 
tIncludes $23,817,451 sleeping and parlor car surcharge. 


REVENUE TRAFFIC STATISTICS 


Passenger revenue of Class I railroads in the six months 
ended with June amounted to $478,150,469, as compared with 
$504,278,804 in the corresponding period of 1926, according to 
the monthly statement prepared from carrier reports by the 
bureau of statistics of the Commission on revenue traffic 
statistics of Class I roads, exclusive of switching and terminal 
companies. In June the passenger revenue totaled $85,788,030, 
as compared with $92,263,541 in June, 1926. 


Freight revenue in the six months ended with June totaled 
$2,258,008,621, as compared with $2,237,122,611 in the correspond- 
ing period of 1926. In June the freight revenue totaled $381,- 
277,351, as compared with $396,009,043 in June, 1926. 


Revenue tons carried in the six months ended with June 
totaled 1,138,472,000, as compared with 1,109,211,000 in the cor- 
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responding period of 1926. Revenue tons carried in June totaled 
198,599,000, as compared with 206,897,000 in June, 1926. 

Revenue tons carried one mile in the six months ended with 
June totaled 210,356,819,000, as compared with 205,021,898,000 
in the corresponding period of 1926. Revenue tons carried one 
mile in June totaled 34,848,050,000, as compared with 35,724,- 
031,000 in June, 1926. 

Revenue per ton-mile averaged 10.73 mills in the six months 
ended with June, as compared with 10.91 mills in the correspond- 
ing period of 1926. In June the average was 10.94 mills, as 
compared with 11.09 mills in June, 1926. 

Revenue per ton per road averaged $1.983 in the six months 
ended with June, as compared with $2.017 in the corresponding 
period of 1926. In June the average was $1.92, as compared 
with $1.914 in June, 1926. 

Revenue passengers carried in the six months ended with 
June totaled 416,530,000, as compared with 427,475,000 in the 
corresponding period of 1926. In June the total was 66,954,000, 
as compared with 70,828,000 in June, 1926. 

Revenue per passenger-mile averaged 2.955 cents in the six 
months ended with June, as compared with 2.99 cents in the 
corresponding period of 1926. In June the average was 2.835 
cents, as compared with 2.836 cents in June, 1926. 


LUMBER SHIPMENTS 


In the week ended September 17, the softwood side of the 
lumber industry attained substantially the same plane as in 
the corresponding week of 1926, said the National Lumber Man- 
ufacturers’ Association. Seventeen fewer comparable mills re- 
corded a five per cent increase in production, about the same 
decrease in shipments and a smaller relative decrease in orders. 
Allowing for the discrepancy in the number of mills, it appears 
that shipments and orders have not actually decreased. As 
compared with the preceding week, last week showed a remark- 
able increase in new business—about 18 per cent; shipments 
nearly as much and production about half as much. All the 
comparably reporting mills had orders averaging 98 per cent 
of production, and in the case of the Southern Pine this ratio 
went to 115 per cent. 

The 123 reporting hardwood mills show increased business 
over the previous week in production, shipments and orders. 
As compared with the corresponding week of last year, it is 
apparent that there has been a considerable falling off in orders 
and shipments and somewhat less of a decline in production. 

The following table compares the lumber movement, as 
reflected by the reporting mills of seven softwood, and two 
hardwood, regional associations, for the three weeks indicated; 
000s omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

NEE. -aidveleiwbcscoves 331 123 348 145 316 116 

Production . 246,057 19,484 234,755 22,707 226,438 18,564 

Shipments ..... 231,123 18,660 243,828 24,611 201,840 16,56u 
Orders (New 

DED ceases 241,394 19,122 251,316 26,105 203,720 17,956 


GOOD WILL TOWARD RAILROADS 

The railroads, by adequately and efficiently meeting the 
transportation requirements of the industries of this country, 
have done more to create good will between the public and the 
carriers than almost any other act performed by the rail lines, 
R. H. Aishton, president of the American Railway Association, 
told the annual convention of the Roadmasters and Maintenance 
of Way Association, at Buffalo, N. Y., September 20. 

“The better public relations,” said Mr. Aishton, “existing 
today between the railroads and the public of this country 
comes from the fact that the railroads have given adequate and 
efficient service. 

“The day has passed when political demagogues gained favor 
through vicious attacks on the railroads and ‘we hope’ 'that “day 
will never return. Probably there has never been a time since 
the early building days of the railroads when public opinion 
was so favorably inclined toward these enterprises as at the 
present period. While a great part of this favorable public 
opinion has been built up through the excellent performance of 
the railroads during the past several years, it is also true that 
no small part of this excellent performance has been made 
possible through the program of the railways which took the 
shipper and receiver of freight into their confidence as to rail- 
road problems and sought their help in solving those problems. 
The railroads have laid all their cards on the table. They have 
told the public exactly what their difficulties were and told 
them honestly. The public has believed them and is willing to 
help them. 

“Probably no man in the railway organization has a closer 
touch with the patrons of the road, particularly in the smaller 
communities or on the farms that line our rights-of-way, than 
have the roadmasters and their assistants, and no men have 
a greater opportunity of molding public opinion favorably 
toward the railroads than they have. The railroad needs the 
support and cooperation of the public, of every shipper and 
receiver along its lines, and it is in their field of so-called public 


relations that such employes can exert a strong and worth- 
while influence.” 
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Freight Rates 


Eighth of a Series of Fifty-two Articles on This Subject, Written for the Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Groupings of Territory for Rate Making 

The four primary groups of the United States for rate mak- 
ing purposes, established by the Interstate Commerce Commis- 
sion in 1920 in its decision in Ex Parte 74, have been outlined 
in the seventh article of this series.1 These territories are 
shown in Map No. 1. 

In addition to these fundamental rate construction group 
territories, the United States is divided, for rate construction 
purposes, into a number of major districts and a still greater 
number of minor rate territories. The larger traffic territories 
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mont, New Hampshire, Rhode Island, and Connecticut—from a 
major rate territory. All railroad stations in these states and, in 
addition, points on the Boston and Albany and the Boston and 
Maine in the state of New York east of the Hudson River, and 
points on the New York, New Haven and Hartford east of the 
Hudson, except New Rochelle, New York, and points on the New 
York division of that railroad west of the Hudson River, are in- 
cluded in the New England territory. Traffic moving locally 
between points in New England Freight Association Territory 
and certain traffic between points within this territory and other 





MAP NO. 1 


are administered to by major freight traffic associations, such 
as the New England Freight Association, the Trunk Line Asso- 
ciation, the Central Freight Association, the Southern Freight 
Association, the Southeastern Mississippi Valley Association, the 
Western Trunk Line Committee, the Associated Railways of 
Virginia and the Carolinas, the Transcontinental Freight Bureau, 
and the Southwestern Freight Bureau. These associations of 
carriers often publish tariffs naming rates applying on move- 
ments of traffic in these large districts and between the districts 
and others. The larger territories embrace the areas of a num- 
ber of states. 


In Canada there are two such major associations dividing 
between them the jurisdiction over all Canadian domestic traffic 
—the Canadian Freight Association and the Canadian Freight 
Association—Western Lines. 

The location of the headquarters of the association and the 
boundaries of the territory governed are important to students 
of rate structures, for, without a clear idea of the territories, 
the significance of many rate adjustments is lost. Later articles 
in this series will deal with the intra-territorial and inter-terri- 
torial rate structures in each of these territories. 


The New England Territory 
The six New England states—Maine, Massachusetts, Ver- 


158 I. C. C. 220. For boundaries of these zones see Traffic World, 
Vol. XL, No. 11, September 10, 1927, page 578. 





districts is governed by the carriers acting through the New 
England Freight Association with headquarters at Boston. 


Trunk Line Territory 


South and west of the New England territory is what is 
usually referred to as Trunk Line, and sometimes as Middle 
States Freight Association territory. Its boundaries extend from 
the eastern and northern boundaries of New York state to the 
Niagara River, then west of the Niagara River to Niagara Falls 
and Buffalo. From this city the boundary line is an air line 
through Dayton, N. Y., to Salamanca, N. Y. The line then fol- 
lows the Pennsylvania Railroad through Butler, Penna., to Pitts- 
burgh. The line then follows the Baltimore and Ohio from 
Pittsburgh to Washington, Penna., Wheeling and Parkersburg, 
W. Va., to Kenova, W. Va., and from this point via the rails of 
the Norfolk and Western through Roanoke, Lynchburg, Peter- 
burg to Norfolk, Va., including that city. 


All, or parts of seven states are included in this important 
traffic territory—New York, Pennsylvania, Maryland, New Jer- 
sey, Delaware, West Virginia, and Virginia—as well as the 
District of Columbia. In addition, traffic originating at points 
in this territory, or east of the district, to Dunkirk, N. Y., and 
Erie, Penna., on Lake Erie and points south and east of these 
cities on the Erie or on the Pennsylvania is considered to be 
traffic within the territory and, like other traffic between points 
in these states and certain traffic moving between this and 
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other districts, is governed by the Trunk Line or Middle Atlantic 
States Freight Association, which represents the carriers of the 
region. The headquarters of the association are in New York 
City. 

Central Freight Association Territory 


The rest of the United States east of Chicago and the junc; 
tion of the Ohio and Mississippi Rivers at Cairo, Illinois, is in- 
cluded in an important traffic distrct, the Central Freght Asso- 
ciation territory. This region includes the states of the eastern 
Middle West bounded by a line beginning at Buffalo and running 
parallel with the Erie Railroad through Dayton to Salamanca, 
N. Y., and then by the line of the Pennsylvania through Croydon 
and Warren to Foxburg, Penna. From here the boundary fol- 
lows the Baltimore and Ohio through Butler to Pittsburgh, and 
from here through Washington, Penna., and Wheeling and 
Parkersburg, W. Va., to Point Pleasant, W. Va. The line from 
this point follows the rails of the Kanawha and Michigan to 
Gauley Bridge, W. Va., and to Gauley, W. Va. The Chesapeake 


Canadian Freight Associatcow - 
Western Links - Territory. 
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Southern Freight Association Territory 
South of the Ohio and Potomac, and east of the Mississippi 


River, are the Southern Freight Association and the South- 


eastern Mississippi Valley Associations. This general territory 
is known as Southern Freight Association Territory and traffic 
affairs are administered by the Southern Freight Association. 
The boundary lines include the section of the United States 
south of the Potomac from its mouth to the Virginia-West 
Virginia state line; east and south of the Virginia-West Virginia 
state line to the Virginia-West Virgina-Kentucky state line; west 
of Kentucky-West Virginia state line to the Ohio River; south 
of the Ohio to the Mississippi; and east of Mississippi to Gulf of 
Mexico. 

Rate adjustments, general rules, regulations, and practices 
in connection with traffic between St. Louis and points inter- 
mediate on membership lines and points south of the south bank 
of the Ohio River are under the jurisdiction of this association. 

Within this larger territory there are three subdivisions 
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and Ohio Railway forms the boundary to Ashland, Ky., and to 
the Ohio River at Cincinnati. The line then follows the north 
bank of the Ohio River, cutting across the river to include 
Louisville, Ky., to the junction of the Ohio and Mississippi 
Rivers at Cairo, Illinois. The east bank of the Mississippi forms 
the western boundary of Central Freight Association Territory, 
except at St. Louis, where the line crosses the Mississippi to 
include St. Louis in C. F. A. territory. The line proceeds along 
the Mississippi to East Burlington, Illinois, then via the Toledo, 
Peoria, and Western to Peoria, Illinois, and by an air line from 
Peoria through Streator and Joliet to Chicago. 

From Chicago the boundary is the west bank of Lake 
Michigan to Kewaunee, Wisconsin. From here the line cuts 
diagonally across the Straits of Mackinac to the west bank of 
Lake Huron and by this boundary to Port Huron, Michigan, and 
Sarnia, Ontario. The line follows the Grand Trunk in Canada 
through Stratford, Guelph, and Georgetown to Toronto, and by 
an air line across Lake Ontario, the Niagara River, Suspension 
Bridge, Niagara Falls, North Tonawanda, Black Rock, to Buffalo. 

All, or parts of ten states, are included within Central 
Freight Association Territory—New York, Pennsylvania, West 
Virginia, Kentucky, Ohio, Indiana, Illinois, Missouri, Wisconsin, 
and Michigan—as well as a portion of the province of Ontaro, 
Canada. Headquarters of the Central Freight Association, 
through which the carriers function to regulate intra-territorial 
and certain inter-territorial traffic of this region are at Chicago. 


which correspond to the territories of the three former Southern 
rate association districts. 


Southeastern Mississippi Valley Territory 


This territory is bounded by a line drawn from Cincinnati, 
O., along the south bank of the Ohio River to Cairo, Illinois, 
thence along the east bank of the Mississippi from Cairo, IIl., 
to its mouth, including Helena, Ark., and Vidalia, La., along the 
north shore of the Gulf of Mexico, and from Pensacola, Fla., to 
Covington, Ky., via the Louisville and Nashville through Mont- 
gomery and Calara, to Birmingham and Attalla, Ala. The line 
follows the Alabama Great Southern Railroad from Attalla to 
Chattanooga, Tennessee, and from here via the Cincinnati, New 
Orleans and Texas Pacific Railway to Harriman and Harriman 
Junction, Tenn., and through Jeliico, Tenn., and Winchester, Ky., 
to Middlesboro, Ky. From this point the line follows the rails 
gy Louisville and Nashville to Covington, Ky., and Cincinnati, 
Ohio. 

Southeastern Territory 


Southeastern Territory comprises the rest of the general 
Southern Territory. It is officially bounded on the west by the 
eastern boundary of the Southeatern Mississippi Valley Terri- 
tory, described above; on the east by the Atlantic Ocean; on the 
south by the Atlantic Ocean; and on the North by a line drawn 
along the south bank of the Potomac River from its mouth to 
the Virginia-West Virginia state line, and a line drawn from the 
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Virginia-West Virginia state line to Middlesboro, Ky., through 
Bristol, Tenn. 


Associated Railways of Virginia and the Carolinas Territory 


The Associated Railways of Virginia and the Carolinas ter- 
ritory occupies the northeastern portion of the southern district. 
This territory lies south of a line extending west from Ports- 
mouth, Va., to Point Rock, N. C., through Pinner’s Point, Rich- 
mond, Lynchburg and Roanoke, Va., east of a line extending from 
Point Rock, N. C., to Atlanta, Ga., through Murphy, N. C., north 
of a line extending east from Atlanta, to Augusta, Ga., via the 
Georgia Railroad, thence to Charleston, S. C., via the Southern 
Railway to the Atlantic Ocean, including the line of the Atlantic 
Coast Line from Charleston, S. C., to Savannah, Ga. 

The office of the Southern Freight Association is at Atlanta, 
Ga. Virtually all of ten states and parts of two more are in- 
cluded in Southern Territory, including Virginia, West Virginia, 
Tennessee, North Carolina, South Carolina, Kentucky, Missis- 
sippi, Alabama, Georgia, Florida, Louisiana, and a little of 
Arkansas. 

Western Trunk Line Committee Territory 


West of the Mississippi, a portion of the territory is under 
the jurisdiction of the Western Trunk Line Committee, com- 
posed of railroad representatives of roads in the territory. The 
committee maintains offices at Chicago. 

The exact limits of the territory are defined by a line 
drawn from Chicago via the New York Central Railroad to and 
including Danville, Ill., then by the Chicago and Eastern Illinois 
Railroad to Tuscola, Ill, and via the Illinois Central Railroad 
through Mattoon and Neoga to Effingham, Ill. From here the 
line parallels the P. C. C. & St. L. R. R. (the Pennsylvania Rail- 
road) to but not including East St. Louis, Ill., and via a line tu 
St. Louis. From St. Louis it follows the west bank of the 
Mississippi River to the Arkansas-Missouri state line and the 
southern boundary line of Missouri, Kansas and Colorado to a 
point just south of Trinidad, Colo. The boundary from this 
point is an air line through Trinidad, Pueblo, Colorado Springs 
and Denver, Colo., to Cheyenne, Wyo. From Cheyenne the 
youndary follows the Union Pacific Railroad to the Colorado- 
Nebraska state line and western boundary lines of Nebraska. 
South Dakota, and North Dakota and the northern boundarv 
lines of North Dakota, Minnesota, Wisconsin and the upper 
peninsula of Michigan, and the eastern and southern boundary 
lines of upper peninsula of Michigan, the eastern boundary lines 
of Wisconsin and Illinois to and including Chicago. 

The office of the Western Trunk Line Committee, through 
which the carriers function, is in Chicago. All or parts of 
eleven states are embraced within Western Trunk Line ter- 
ritory, including Illinois, Missouri, Iowa, Wisconsin, Minnesota, 
Kansas, Colorado, Nebraska, North Dakota, South Dakota, the 
upper peninsula of Michigan, and the southeastern corner of 
Wyoming. 

Southwestern Freight Bureau Territory 


The Southwestern Freight Bureau, with headquarters at 
St. Louis, Mo., supervises rates, rules, regulations and practices 
affecting: 


1, All traffic originating at or destined to points in the states of 
Arkansas and Oklahoma. 

2. All traffic originating at or destined to points in the state of 
Louisiana, west of the west bank of the Mississippi River. 

3. All traffic originating at or destined to points in Texas, except 
traffic from points in so-called ‘‘Seaboard Territory,’’ to points in 
Texas, via Gulf Routes. 

4. All traffic to common points in the republic of Mexico, such as 
City of Mexico, Pachuca, Monterey, Torreon, Gomez Palacio and San 
Luis Potosi, but not including Tampico and Vera Cruz and 

5. All traffic to and from Texarkana, Ark.-Tex. 


The Southwestern Territory includes virtually all the ter- 
ritory of four large states—Arkansas, Oklahoma, Louisiana, and 
Texas—as well as the portions of Mexico to and from which 
traffic moves via the Rio Grande crossings. 


Transcontinental Freight Territory 


The railroads of the Pacific Coast and Rocky Mountains. 


states function in connection with traffic between the far west 
and other territories through a traffic association known as the 
Transcontinental Freight Bureau, which maintains headquar- 
ters at Chicago. Local intra-territorial traffic in this district 
is managed through either one of two local associations—the 
Pacific Freight Bureau or the North Pacific Coast Freight Bu- 
reau, with headquarters at San Francisco, Calif., and Seatle, 
Wash., respectively. 

The general Transcontinental Territory is bounded on the 
north by the international boundary line between the United 
States and Canada, the northern boundaries of the states of 
Montana, Idaho, and Washington from the Montana-North Da- 
kota state line to the Pacific Ocean. On the west, the Pacific 
Ocean forms the boundary to the international boundary be- 
tween the United States and Mexico—the southern boundary 
of California. The eastern boundary starts at the Canada-United 
States border at the line between North Dakota and Montana and 
follows the boundaries between North Dakota and Montana, South 
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Dakota and Montana, South Dakota and Wyoming and Nebraska 
and Wyoming to a point just east and north of Cheyenne. From 
here the line is drawn just west of Cheyenne and south through 
Denver, Colorado Springs, Pueblo, and Trinidad, Colo., to the 
Colorado-New Mexico state line. The boundary turns east on 
this line to the New Mexico-Oklahoma line and south along the 
Oklahoma-New Mexico and Texas-New Mexico state lines to 
the southern boundary of New Mexico, at the international 
boundary between the United States and Mexico. The Trans- 
continental Territory line follows the southern boundaries of 
New Mexico, Arizona, and California to the Pacific Ocean. 

The Transcontinental Territory is a vast and important rate 
district. Virtually all of the areas of ten large states and half 
of another are embraced within it. 


Rate Territories in Canada. 


The Dominion of Canada is divided into two major rate dis- 
tricts, both of which are of interest and importance to trans- 
portation men in the United States as well as in Canada. 


Canadian Freight Association Territory 


The Canadian Freight Association has jurisdiction over the 
traffic of member roads between all points in Canada east of 
but not including Port Arthur, Ontario, and east of and includ- 
ing Sault Ste. Marie, Sarnia, and Windsor, Ontario. Offices are 
maintained at Montreal. 


Canadian Freight Association Territory—Western Lines 


West of the western boundary of the Canadian Freight Asso- 
ciation Territory, the Canadian lines are under the jurisdiction 
of the western section of the association. This territory in- 
cludes all points in Canada west of and including Port Arthur, 
Ontario, and west of but not including Sault Ste. Marie and 
Sarnia and Windsor, Ontario. The western lines’ offices are at 
Winnipeg, Manitoba. 

Major rate territories are shown in Map No. 2. 

A later article will define the territories of the minor rate 
districts. 





In Professor Wilson’s article of Sept. 10, in the list of rep- 
resentative railroads in the various territories, the Atlanta, Bir- 
mingham, and Coast was referred to by its former name, the 
Atlanta, Birmingham, and Atlantic. The new corporate name 
of the railroad does not yet appear in the Commission’s sta- 
tistical list. 


MOTOR BUS LEGISLATION 


A campaign to obtain action at the next session of Congress 
on a measure for the regulation of motor busses engaged in 
interstate commerce will be launched in Cleveland on October 
4, when the board of directors and the legislative committee of 
the Motor Bus Division of the American Automobile Association 
will hold a series of sessons to formulate a plan of campaign, 
declares a statement to the public put out by the association. 

The motor bus division, which will lead the campaign for 
regulation, is a national association of motor bus carriers and 
represents 2,100 operators and 18,000 motor bus units. 

In connection with the call for the Cleveland meeting, Ar- 
thur M. Hill, of Charleston, W. Va., chairman of the bus division, 
said that the campaign of the bus operators for the elimination of 


. the excise tax on new bus equipment would receive equal con- 


sideration with the campaign for regulation at the forthcoming, 
conference. 


“Regulation of interstate bus operations and the repeal of 
the federal excise tax on busses are the two crying needs of 
America’s fastest growing industry,” Mr. Hill asserted. 


Chairman Hill declared that the prospect for the passage 
of regulatory legislation was better than ever before, since there 
would be shortly available to Congress the report that was 
being compiled by the Commission, embodying recommendations 
made on the basis of 5,160 pages of testimony and 403 exhibits 
presented by 400 witnesses at key points throughout the coun- 
try, where the Commission held hearings. Chairman Hill said 
in part: 


The hearings held by the Commission followed efforts by the 
motor bus division on behalf of regulation before the last two sessions 
of Congress. In these efforts, the division had the co-operation of 
the American Electric Railway Association, the American Railway 
Association and the National Association of Railroad and Utilities 
Commissioners. 


The stumbling block to action by Congress was the controversy 
over the inclusion of the motor truck as a utility in the proposed 
regulation. While the Interstate Commerce Commission instituted the 
inquiry on its own initiative, the operators, through their national as- 
sociation, co-operated in securing testimony and evidence that will 
greatly help the Commission to present the facts to Congress. 


At the last meeting of the Commission in Washington, the motor 
bus division, acting through the chairman of its legislative committee, 
presented a bill for the regulation of motor bus interstate common 
carriers, which, it is believed, embodies on the whole the form which 
federal regulatory legislation should take. In any case, complete 
harmony prevails in the motor bus field, and everything is ready for 
the immediate consideration of the problem by Congress. 
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Announces opening of its new double track freight line from Waverly to Columbus,fmus ext 
from Toledo. This new line comprises the shortest and most direct route between )™oledo 


of the Clinchfield-C&WC-ACL-G&F to and including Jacksonville, Fla., and beyond 
“THE ELKHORN CITY ROUTE” (C&O-Clinchfield) to and from the cefst and 
“THE DURBIN ROUTE” and “WAYNESBORO ROUTE (BRD),” all rato anc 
“NEWPORT NEWS ROUTE (KD),” water and rail differential route betjew E1 
“BALTIMORE ROUTE (KD),” water and rail differential via West Point, 
Unexcelled manifest freight schedules between CHICAGO, ILL., and destin flown, 







ermn- 


NEXT MORNING (OVERNIGHT SERVICE) SECOND MORNING RD Mi 
Peru Richmond Ashland Ue ge 
Marion Cincinnati Huntington 
Muncie Charleston ille 


Regularity and dependability of these schedules firmly established. 
Our “ON TIME” Circular will be mailed on application to C&O 


representative in your territory. 


“OFF LINE” representatives at— 


Atlanta, Ga. Cleveland, O. Memphis, Tenn. Pittsburgh, Pa. 
Baltimore, Md. Detroit, Mich. Milwaukee, Wis. Philadelphia, Pa. 
Boston, Mass. Indianapolis, Ind. Minneapolis, Minn. St. Louis, Mo. 


Birmingham, Ala. Jacksonville, Fla. Nashville, Tenn. Seattle, Wash. 
Charlotte, N.C. Kansas City, Mo. New York, N. Y. Wilmington, N. C. 
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umbus,ffus extending “CHESAPEAKE & OHIO SERVICE” over system rails to and 
ween DMoledo and Virginia Cities, and points in the Carolinas and southeast on and east 
beyon¢ 


the ce™ist and northwest, and the Carolinas and southeast. 

” all rafkto and from eastern cities and New England, and west, northwest and southwest. . 
ute betiew England, New York, Philadelphia and the west, northwest and southwest. 
?oint, Wthern-C & O—Richmond and points in the west, northwest and southwest. 


o f — e . 
destingfiown, with deliveries as follows: 





RD MORNING THIRD AFTERNOON FOURTH DAY 
Ciege Lynchburg Norfolk _. Carolinas 
St Richmond, Va. 

alle Newport News 


Junction and terminal daily passing reports enables prompt and 
efficient tracing, location and delivery of cars. 


Mark and ship your freight via “C & O.” 


R. H. Vaughan 
General Through Freight Agent 


James Harris Cutan ©, W. L. Divine 


General Eastern Agent Foreign Freight Agent 
New York, N. Y. H. P. Hathaway New York, N. Y. 
Assistant General Freight Agent 
Chicago, IIl. 
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OVERSEAS FREIGHT RATES 
The Traffic World New York Bureau 


Charters of full cargo vessels in the last week have amounted 
to more than 50 vessels, surpassing the total of any previous 
week in 1927. Despite this unusual activity, however, rates 
have been only steady with a tendency toward slightly lower 
figures in some instances. Shipowners have tried unsuccess- 
fully to force further advances, but their efforts have been 
nullified by the volume of shipping attracted to the North 
Atlantic trades by the better level of rates. At present the 
Montreal grain trades offer practically the only outlet for 
charters, as other trades are quiet and are failing to take tonnage 
away from the grain movement. Brokers look for a continuance 
of steady business, without any marked recession in rates from 
existing levels and perhaps moderate increases if the demand 
for space expands. 

Charters for heavy grain have ranged up to 16% cents a 
100 pounds from Montreal to Antwerp-Rotterdam for the middle 
of October, 17 cents to Hamburg-Bremen for the last half of 
October, and 21 cents to the Mediterranean for October loading. 
London charterers are still inclined to pay more than those on 
this side, and this has encouraged shipowners to hold for higher 
figures. Commenting on the present status of the market, 
Funch, Edye & Co., remark that “vessels are offering freely 
but not in sufficient volume to cause any expectation of a sharp 
break in freight rates.” Walter Moore looks for slightly lower 
quotations. He says that “with the late movement of the new 
crop Montreal is only going to have five weeks to do nine weeks 
work, but there is ho port better equipped to do a big job; we 
would not overlook taking on some tonnage for November at 
14 to 14% cents.” 

The coal trade continues quiet, an American steamer being 
fixed at $3.35 to Rio and an Italian vessel at $2.45 to the West 
Coast of Italy. The lumber and sugar markets are inactive, 
with little interest on the part of shippers. 

The Gulf-Intercoastal Conference has appointed an umpire 
in the person of W. C. Ermon, of New Orleans, former traffic 
manager of the Southern Cotton Oil Company. It is understood 
that he will act largely as an arbitrator. No authority is given 
him except when requested to act by the secretary, in which 
cases he will interpret controversial matters in the regulations 
and tariff, cast the deciding vote in event of a deadlock between 
the four member companies and otherwise decide points held in 
dispute by the members. 

The general organization of the Gulf Conference is con- 
siderably different from the new North Atlantic Conference. 
Instead of an independent chairman with broad powers, and a 
salaried secretary, such as the United States Intercoastal Con- 
ference has in R. C. Thackara and C. A. Torrence, the Gulf 
Conference chairman will be selected from the personnel of the 
member lines, N. M. Leach, of the Gulf Pacific Line, being the 
first to serve in this capacity. A salaried secretary, who will 
have some little authority, is yet to be named. 


An organization meeting of the Pacific Coast committee of 
the Gulf Conference was held this week and L. D. Fitch, inter- 
coastal traffic manager of Swayne & Hoyt, was selected - chair- 
man for the first six months. J. B. Williams was named 
permanent secretary. Mr. Williams also represents the United 
States Intercoastal Conference on the coast. The committee 
will meet on the first and third Thursdays of each month. 


Reports that other independent steel companies will follow 
the lead of the Bethlehem Steel Corporation and form an 
independent steamship line to move their products in the inter- 
coastal trade have caused uneasiness among the regular steam- 
ship companies in the service, which already have lost 
approximately 250,000 tons of Bethlehem products yearly, and 
are now threatened with the further loss of 125,000 tons from 
the remaining steel groups. 


The present disturbance is due to the increases of rates on 
steel which were adopted on August 1 by the lines comprising 
the Intercoastal Conference. Prior to the increases the rates 
ranged from 17 to 25 cents, but they now stand at 40 cents for 
Group A lines and 35 cents for Group B and C lines. It is 
reported that the steel companies are demanding a flat rate of 
30 cents on all lines. 


The Bethlehem Steel Corporation met the rate increase 
a short time ago by associating itself with Moore & McCormack 
in the formation of the Calmar Line, which will operate a fleet 
of ten freighters between Philadelphia, Baltimore and Pacific 
Coast ports, Westbound the ships will load steel and return 
with lumber from the Pacific Coast. Swayne & Hoyt have been 
appointed West Coast representatives. 

It is reported that C. L. Dimon, who recently purchased 
three Shipping Board freighters for intercoastal operation, will 
enter into a working agreement with the independent steel 
groups to move part or all of their products. Associated with 
Mr. Dimon in his intercoastal venture is John M. Chapman, 
well known figure in the trade. 

Another factor that is said to have influenced the Bethlehem 
Corporation and the reported plans of the other independents 
in the trade, is that the United States Steel Corporation ships 
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coastal trade in vessels owned and closely associated with its 
directors. The independents feel they will be in a more advap. 
tageous position than heretofore by controling their owp 
shipping. 

Not only are the regular intercoastal lines faced with the 
loss of approximately 375,000 tons of steel products a year 
but they will also lose whatever lumber and general cargo the 
additional steel ships pick up on the West Coast for their 
return East. 

Among the independent steel companies said to be fighting 
the increase in rates are the Midland, Pittsburgh, Central Iron 
and Tool, Jones & Laughlin, Youngstown Sheet and Tube and 
the Republic Iron and Steel. 

Several requests for revision of contracts and extension of 
rates were received from shippers at the meetings of the United 
Kingdom and Continent conferences. The meeting was the first 
held since June 15 and a considerable volume of routine business 
had to be disposed of. No important changes were made and 
the requests will probably be acted upon at the October meeting 
when the matter of extension of the trading period into the 
coming year will be up for discussion. No change is reported 
in the Antwerp-Rotterdam situation, where rates have been 
wide open since the withdrawal of the Black Diamond Line from 
the conference. 

Two hundred million bushels of grain have been handled 
this year by the Montreal Harbor Commission, 101,994,163 bushels 
having been delivered by the four elevators and 101,343,816 
bushels having been taken in from lake vessels and box cars. 
This quantity is 35,089,002 bushels in excess of the amount 
handled up to the same date last year. 

Further evidence of Germany’s recovery as a maritime 
power is revealed in the announcement that the North German 
Lloyd will inaugurate next April a direct freight service between 
Continental ports and Montreal. The Lloyd’s branching out 
in this direction comes as a surprise, as it has heretofore only 
served Canada by making Halifax a port of call, with a few 
of its passenger liners employed in the New York-Bremen 
service. 

Canada’s continued progress and development are given as 
the factors that have prompted the line to enter the St. 
Lawrence trade and the first vessel that will be employed in 
the run is due at Montreal about the middle of April. 

The Bethlehem Steel Corporation, according to J. J. Tynan, 
Pacific Coast manager, plans to spend $25,000,000 to $30,000,000 
in the construction of warehouses at Los Angeles, San Francisco, 
Portland and Seattle and possibly at Victoria or Vancouver. 
Mr. Tynan also stated that the corporation is to build several 
Diesel driven freighters to be operated in the intercoastal 
service by the recently organized Calmar Steamship Co., which 
controls a fleet of twelve vessels, including the six former 
Garland Line freighters. 


O’CONNOR ON MERCHANT MARINE 
The Trafic World Washington Bureau 


Chairman O’Connor, of the Shipping Board, has sent to 
members of Congress a statement setting forth his views on the 
merchant marine problem in which he takes the position that 
if Congress and the people favor immediate transfer of the 
government’s shipping lines to private capital, substantial gov- 
ernment aid must be given the private owners. 

The merchant marine act of 1920, in the opinion of the 
chairman, clearly defines the purpose of the country “at all 
events to have a merchant marine adequate for commerce and 
as a naval auxiliary.” 


“T think the realization of the need of and the sentiment 
of the people for a merchant marine is many times stronger 
today than when this act was passed, so that there is no ques- 
tion as regards our national policy,” said he. 

Under the merchant marine act, he continued, the Shipping 
Board “took a lot of ships built primarily for a war purpose 
and which had answered that purpose and started upon the 
development and maintenance of American flag steamship lines 
where no such lines had existed for seventy-five years.” But 
for that, said he, there would now be practically no American 
flag ships in the foreign competitive trade. 

Chairman O’Connor said the board now had a minimum 
number of overseas steamship services and that these services 
were not in competition with privately owned American flag 
vessels. He said these lines and individual ships were held 
out to private capital for purchase under the most favorable 
terms and that the board “continues to operate upon strategic 
trade routes only until such time as private capital can and 
will take them over.” 

“Private capital has already taken over some of our lines, 
but just when it will take over any considerable number of the 
balance for operation on a permanent basis nobody can tell 
under present conditions,” said he, continuing as follows: 


Ship Operation—There has been much progress made in our ship 
operation. Efficiency and entrenchment in the business is steadily im- 
proving. Congressional appropriations for ship operation have been 
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reduced from seventy-five million for 1921 to seventeen million dollars 
sas a Sales—The merchant marine act, although looking to ultimate 
private ownership, does not direct the board to sell ships at all haz- 
ards. It seems certain that the spirit of the act is that we should 
sell ships and ship-lines whenever that can be done consistent with 
the development and permanence of an American merchant marine. 
Accordingly, the board has never sold an established ship-line except 
when predicated upon the belief that such sale, with a guarantee 
period, would make for permanency almost to a moral certainty. 
Therefore, it has felt warranted in selling upon liberal terms in order 
to enable the purchaser to meet competition during the development 
period, believing that from the purchase would result a privately 
owned ship-line in foreign competitive trade firmly established. With- 
out this feeling of permanence the board should not, of course, sell 
the line, but should continue its operation by the government until 
a healthier condition existed, when it could be expected to be main- 
tained by private capital. 

The shipping board since 1921 has sold to American citizens 1,134 
ships, representing 4,993,346 tons, for $84,411,023.39. This includes nine 
established ship-line services sold upon the basis of guaranteed op- 
eration for a fixed number of’ years. 

The Future—If Congress and the people want the permanent op- 
eration of ship lines turned over to private capital immediately, it 
will require substantial government aid flowing to the private owner 
to accomplish that end. If, however, they are willing for the govern- 
ment to operate the ships during the development period and to turn 
them over to private capital gradually, that will be done in the manner 
provided for in the merchant marine act and the ultimate transfer 
for continued operation accomplished. 

In short, the present law means development by the government, 

and gradual and ultimate ownership by private capital. Government 
aid would mean the immediate transfer to private capital for de- 
velopment and maintenance. If we do not have the latter, or until 
we do have it, we should continue to carry out the merchant marine 
act because to do so will insure to the United States an adequate 
merchant marine ultimately owned and operated by private capital; 
meanwhile the government absorbing any operation costs and any 
absolutely necessary vessel replacement costs, essential under any 
lan. 
, We can go on talking about what other governments do and 
we can read statistics upside down and crossways—we have got to 
support one or the other of these two propositions or we have got 
to repudiate the 1920 declaration of Congress that the United States 
shall have a merchant marine. 

We are carrying out the merchant marine act as best we can— 
transferring ships. to private capital for guaranteed operation wher- 
ever possible and meanwhile operating as efficiently as can be done 
with ships which were built for war purposes and not suited for 
formidable competition with foreign owned, modern vessels. The 
situation is not improving because since 1921 for every single ship 
of 2,000 gross tons and over that has been built in the United States, 
Great Britain has built 42, Germany 12, France 5, Italy 4 and Japan 4. 
Of the total volume of American foreign commerce, expert and im- 
port, American vessels today carry less than 30 per cent. The bal- 
ance is carried in foreign flag ships. 

We would rather see private capital own and operate as soon as 
possible, but that is a matter which should not be permitted to re- 
tard progress or to defeat the paramount thing we have set out to do. 

We must either go forward or backward. 


DIESELIZATION CONTRACTS GIVEN 


The Shipping Board has awarded contracts for the construc- 
tion and installation of Diesel engines in four of its cargo 
ships, to as many companies. The work will be completed, it 
is estimated, in about 185 days. 

The ships to be converted to motor ships under this pro- 
gram have not been selected, but action to this end will be 
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taken at some time prior to completion of the engines. 
contracts which have been awarded are as follows: 


The 


(1) With the Busch-Sulzer Bros. Diesel Engine Company of St. 
Louis, Mo., for two 3950 B. H. P., 2-cycle, single-acting, internal 
combustion engines, with 2 Elliot Scavenging blowers, for the price of 
$584,600 for both engines. i ' 

(2) With The Hooven, Owens, Rentschler Co., of Hamilton, Ohio, 
for two 4000 B. H. P., 2-cycle, double-acting, internal combustion 
engines, with two A. B. & B. Corporation scavenging blowers, for the 
price of $592,000 for both engines. 

(3) With McIntosh & Seymour Corp., of Auburn, N. Y., for two 
3900 B. H. P., 4-cycle, double-acting, internal combustion engines, 
with ‘“‘longest piston and most piston rings,’’ for the price of $577,200 
for both engines. ‘ 

(4) With the Worthington Pump & Machinery Corp. of New York, 
N. Y., for two 3625 B. H. P., 2-cycle, double-acting, internal combustion 
engines, with 2 Elliot scavenging blowers, for the price of $536,500 for 
both engines. 


BALTIMORE PORT RATE CASE 


The Traffic World Washington Bureau 


The port differential case, No. 18715, Baltimore Chamber 
of Commerce vs. Ann Arbor et al., which may be called the 
Baltimore case, to distinguish it from the one initiated by 
Boston a few years ago, brought out, at the initial hearing, be- 
fore Examiner R. N. Trezize, September 20, representatives of 
the highly competitive ports between Boston and New Orleans. 
Other ports intervened to protect their interests. New York, 
as a port, and New York shipping interests, intervened to pre- 
vent any increase in the spread, in the freight rates, on export 
and import traffic, to and from so-called differential territory, 
which is, roughly speaking, Central Freight Association ter- 
ritory. 

Baltimore, in the complaint, alleged that the present dif- 
ferential of three cents, first class, and half a cent on grain, 
never had and did not now adequately represent the advan- 
tages Baltimore had over New York. It said that the differ- 
entials should be at least six cents, first class, and three cents 
on grain, under New York. Chief among the advantages Balti- 
more claimed, was the ability to deliver or receive export and 
import traffic, to or from vessels, without incurring the ex- 
pensive “accessorial” service of floatage and lighterage. 

Among the allegations made by Baltimore was that failure 
of the railroads to publish the charges for the service of re- 
ceipt and delivery, at New York, at and from the railroad water 
terminal, was a violation of section 6. Wilbur LaRoe, Jr., rep- 
resenting the Port of New York Authority and the New York 
Produce Exchange, early in the hearing, moved to strike that 
allegation, summarily, from the complaint. He claimed that 
receipt and delivery, by whatever method accomplished, was 
part of the duty imposed upon the frailroads by their tariffs 
offering to take traffic to and from ships at the port and needed 
not to be separately provided for. Examiner Trezize said the 
motion would be taken under consideration. 


The foundation testimony, especially that part submitted 
the first day, pertained largely to the history of the port dif- 
ferential fight, which has been going on, more or less actively, 
for fifty years. The complainant summoned, as its first witness, 
L. H. Kentfield, formerly general freight agent of the New 
Haven and now a member of the auxiliary committee of the 
Trunk Line Committee. He-submitted five exhibits to mark 
the high points in the prior efforts to settle the fight, consisting 
of the appendix in the Commission’s report in the Boston case, 
95 I. C. C. 539; the differential agreement of April 5, 1877; the 
preamble and resolutions appointing the Advisory Commission 
of 1882, of which Allan G. Thurman, long a prominent senator 
from Ohio, and Judge Cooley, author of textbooks on consti- 
tutional law and one of the first members of the Commission 
appointed under the law of 1887, were members; report of that 
Advisory Commission; and report of Albert Fink, made in 1881. 

Mr. Kentfield, seemingly, was put in an embarrassing posi- 
tion beeause he was intended to be called also by the railroads. 
In answer to a question by Clyde Brown, of the New York 
Central, on cross-examination, he expressed the opinion that 
the differential rates were fair, reasonable and just “and should 
not be disturbed.” The Baltimore Chamber of Commerce, 
which had summoned him as a witness, in its complaint, alleged 
the rates were just the reverse of what Mr. Kentfield said they 
were. When Mr. LaRoe asked Mr. Kentfield whether he was 
going to be a witness for the railroads, Mr. Brown interposed 
to say that that question would be decided by counsel. 


In answer to a question by Mr. LaRoe, Mr. Kentfield said 
the question of a separation of the line-haul and the terminal 
rates or charges, had never arisen in any of the proceedings, 
the history of which was shown in the exhibits submitted by him. 

G. Stewart Henderson, traffic manager for the complaining 
association, submitted mileages, showing New York’s much 
greater distance from points of origin in differential territory 
than Baltimore’s. He said he obtained them from testimony 
given by O. S. Lewis, freight traffic manager for the Baltimore 
& Ohio, in the Boston differential case. The table of distances 
showed that the distance from Pittsburgh to New York was 139 
per cent of the distance from Pittsburgh to Baltimore, and the 
distance from Parkersburg, W. Va., to New York, as 144 per 
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cent of the distance from Parkersburg to Baltimore; Cincinnati, 
O., 129 per cent; and Louisville, Ky., 124 per cent. 

J. W. Roberts, general superintendent of transportation foy 
the Pennsylvania’s eastern region, submitted, as exhibits, the 
maps and pictures of the railroad water terminals, prepared at 
the request of the Commission, as part of the record in its ip. 
quiry into wharfage and terminal charges. He explained the 
operating methods of handling import and export freight 
through those terminals. 

The regular order for the presentation of testimony was 
broken soon after the beginning of the hearing on account of 
the absence of a witness for the complainant. To fill in the 
time the defense was permitted to place on the stand H. Mm. 
Bassett, an engineer attached to the staff of the controller of 
the New York Central. He testified that nearly 78 per cent 
of the grain sent out through New York, arriving at the port, by 
all the railroads, was Canadian grain passing through the United 
States in bond. Over such grain the Commission has not the 
jurisdiction it has over other grain. 

When the regular order was resumed Baltimore presented 
C. W. Van Horn, general superintendent of transportation; 
Charles M. Shriver, superintendent of the Baltimore terminal 
division; and C. E. Wood, superintendent of elevators of the 
Baltimore & Ohio, to develop the facts about the handling of 
traffic at Baltimore; and Charles D. Ward, assistant to the 
general manager of the New York district of the Erie, to bring 
out like facts about New York. 

A. H. Wright, superintendent of the river division of the 
New York Central, and R. M. White, superintendent of the Dela- 
ware, Lackawanna & Western, were operating witnesses sum- 
moned by Baltimore to continue the testimony as to the things 
done in getting ex-lake grain through the water-terminals of 
those railroads at New York. J. W. Carmalt, attorney for the 
Baltimore interests, subjected Mr. White to a close examination 
as to the operation of the electric shovels used by that road 
in transferring grain from the box cars to the vessels that take 
the lading alongside the ocean ship in which it is to be exported 
and as to the number of operations required in getting loaded 
cars to the gravity switching yards, over the hump, and back 
again when empty. The object of such minute examination was 
to build up a record showing the things done at each port so 
as to afford a foundation for comparison with the things done 
at Baltimore. 

Wilbur Le Roe, Jr., for the New York interests, got Mr. 
White to say he did not consider the operations in getting loaded 
grain cars to the water front and unloaded into floating equip- 
ment expensive. Mr. Carmalt got him to say he did not consider 
the cost high in comparison with the cost to other railroads 
making similar deliveries. Mr. White also said, in answer to 
questions, he did not think any railroad did the work any better 
than the Lackawanna or had any greater capacity for handling 
grain. Barges used in carrying grain to vessels, he said carried 
the contents of from 16 to 39 cars. ‘One tug could handle as 
many as six barges, he said, at one time. 

Conditions at the port of Baltimore were further considered 
at the morning session, September 22. The witnesses were 
J. A. Peterson, manager of the Western Maryland’s grain ele- 
vators at Baltimore; W. S. Burton, foreign freight agent of 
the Western Maryland; and T. J. Clarken, of the foreign freight 
department of the Lehigh Valley. 


OCEAN AGREEMENT APPROVED 


The Shipping Board has approved an agreement between 
the Panama Mail Steamship Company and the Munson-McCor- 
mack Line. The agreement, which creates a conference relation- 
ship between the parties thereto, provides for cooperation be- 
tween the lines in the maintenance of uniform freight rates 
from Pacific coast ports of the United States to Havana, Cuba. 
All matters presented to the members for decision are to be 
determined by unanimous vote, and any carrier in-the trade may 
enter the conference by subscribing to the terms and conditions 
of the agreement. 


PORTS OF PORTO RICO 


The bureau of operations of the Shipping Board, in co- 
operation with the board of engineers for rivers and harbors 
of the War Department, has prepared a report on the ports of 
Porto Rico. This volume, which is Number 21 of the American 
Port Series, gives the salient features of the transportation 
facilities and waterborne commerce of the island. 

This report was prepared primarily to furnish the public 
with information on berthing, coal and oil bunkering, drydock- 
ing and storage facilities, in addition to tariffs for pilotage, tow- 
age, dockage, berthage, stevedoring and other services assessed 
against ships and cargoes at the principal ports. It contains 
many maps, diagrams and photographs. 

As the island is essentially agricultural, according to a 
summary of the report, its exports are composed almost entirely 
of products of the farm and plantation, while its imports con- 
sist of foodstuffs and manufactured or semi-manufactured ma- 
terials. The commerce of the island has grown rapidly since 
the American occupation. In 1901 the total value of its water- 
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borne commerce was $17,500,000, as compared with $185,300,000 
for 1925. For the years 1920 and 1921, the values were even 
greater, being $247,200,000°' and $217,700,000, respectively. The 
summary continues: 


The inclusion of Porto Rico within the customs union of the 
United States has been of inestimable value to its commerce. Island 
products, especially sugar, now compete for American trade on a 
more equitable basis with Cuba and Santo Domingo, whose produc- 
tion costs are less and whose yields per acre are greater. 

San Juan, the capital and principal city, with a population of 
approximately 70,000, handled 841,000 tons, or 45 per cent of the com- 
merce of the island, during the year 1925. It is served by the Amer- 
ican Railroad Company of Porto Rico, which skirts the seacoast on 
the northern, eastern, western and a portion of the southern side 
of the island. The principal sugar refineries are equipped with 
private, narrow-gauge railroads which are used to carry cane to 
the crushers and in general act as feeders to the lines of the Amer- 
ican Railroad Company. Nine steamship lines, of which five are 
American, connect the island with Atlantic and Gulf coast ports, and 
European and South American countries. Ponce, Guanica, Mayaguez 
and Fajardo, other ports of the island, serve as embarkation depots 
for the several refineries and fruit plantations. 


PANAMA CANAL TRAFFIC 


“The aggregate cargo passing through the canal in the 
United States intercoastal trade increased from 2,518,885 tons 
for the fiscal year 1922 to 13,614,657 tons for the fiscal year 
1924, but decreased to 9,715,442 tons the following fiscal year,” 
says the Panama Canal Record in a review of intercoastaal 
cargo statistics for the last six years. “Since the fiscal year 
1925 theré has been an increase again to 10,862,402 tons for the 
fiscal year 1927.” 

Of the total of 10,862,402 tons for the fiscal year 1927, 2,822,- 
598 tons moved from the Atlantic to the Pacific and 8,039,804 
tons from the Pacific to the Atlantic. Continuing, the Record 
said: 


The total amount of cargo passing through the canal has been 
affected largely by shipments of mineral oils from the west coast of 
the United States. Most of this cargo has been destined to the Atlantic 
seaboard. As these shipments have fluctuated considerably during 
the years under consideration, it is necessary to deduct them from 
the total cargo tonnage in the intercoastal trade to find the growth 
in general cargo. The difference shown for each fiscal year in the 
following table is approximately the United States intercoastal cargo 
tonnage through the canal for those years, exclusive of mineral oils, 
and is a better indication of the general growth in this trade than 
the total intercoastal tonnage shown in the first table: 


Mineral 
Total U. S. oils from Difference 
intercoastal westcoast or general 
Year tonnage of U. S. shipments 
BE kaw es dcneciceeseeeweeaeenaa’ 2,518,885 55,838 2,463,047 
3,494,405 4,704,620 
8,524,837 5,089,820 
4,832,766 4,882,676 
4,860,799 5,381,816 
4,392,682 6,469,720 





SHIPPING BOARD SELLS SHIP 
The Shipping Board has sold the Cerro Gordo, a 3,610 dead- 
weight lake-built ship, to E. H. Duff, on behalf of the Hammond 
Lumber Company, for $31,000 cash. She is a _ reciprocating 
engine ship that has been laid up at Norfolk, Va., since Novem- 
ber, 1920. 


PANAMA RAIL DIVIDEND 


The War Department announced this week that there had 
been transmitted to the Secretary of War a check for $350,000 
covering a 5 per cent dividend declared by the board of directors 
of the Panama Railroad Company at a meeting held in New 
York. The dividend, according to the statement, was declared 
on the $7,000,000 of capital stock of the company, which is 
owned by the United States government, and held in the name 
of the Secretary of War, and was paid out of the company’s 
“net earnings for: the fiscal year ended June 30, 1927.” The 
check was indorsed by the Sécretary of War and transmitted 
to the Secretary of the Treasury. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 


POSITIONS WANTED OR OPEN 


_ TRAFFIC MANAGER—Attorney, age 27, legal and technical train- 
ing, ten years’ industrial traffic experience; can handle volume, capable 
executive or assistant, desires connection in either capacity, well 
recommended; interview invited. Address I. M. O. 58, care Traffic 
World, Chicago, Il. 











RATE CLERK AND TARIFF COMPILER—Age 29, with char- 
acter and ability, thoroughly experienced in I. C. C. rules and prac- 
tices; Southern and Western rate territories; wants position with 
progressive company. Address O. L. 60, care Traffic World, 
Chicago, Ill. 


THE TRAFFIC WORLD 


Which do thinking men prefer? 


Is it necessary to fill big space with glaring 
advertisements and bother people with high- 
pressure salesmen in order to convince the mind 
of a thinking man? 


I think not. So here are the plain, unvar- 
nished facts about our proposition: 


(1). We’re an institution offering an exclu- 
sive training in one subject only—TRAFFIC. 
This training is divided into two courses: 


Traffic Specialization 
Traffic Law and Practice 


The first course will qualify you as a traffic 
expert or traffic manager. The law course will 
qualify you as a traffic counsellor, capable of 
handling I. C. C. and state commission cases. 


Both courses are available through resident 
evening classes at Chicago and by mail. Resi- 
dent classes now forming. Mail training avail- 
able at all times. 


(2). Our method of training is the outstand- 
ing feature. It is new and unique. Nothing 
else like it. No theory. No tedious book reading. 
Practical tariff and case work only. 


(3). About 65% of our students and gradu- 
ates enrolled with us after having taken other 
traffic courses. They have found in our train- 
ing the practicability and effectiveness that*all 
others lack. 


But space is too limited to tell you all the 
details of this remarkable training. You’ve 
got to use your own judgment. Write today 
for all the facts, indicating course or courses 
in which interested. 


GEORGE A. RAUTENBERG, Director 


eg AIMANCED ayy 


CA Single Subject. Well Taught/ 


608-618 South Dearborn Street, Chicago 
Dept. 6 Harrison 8650 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of ourlegal department, .« 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. : ; 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 
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Reconsignment—Liability of Carrier for Delay to Shipment 

Massachusetts.—Question: You evidently misunderstood our 
letter of July 28, the answer to which appeared on page 362 
of the August 13 issue of The Traffic World. 

The case in question concerns a car of highly perishable 
traffic moving from the west to New England territory via Cana- 
dian lines. Car was diverted en route to New York City. 
Through rates from the west to New England territory extend 
to within about twenty-five miles of New York City, which 
necessitated a combination rate on the above car based on the 
through rate to the farthest New England rate point, plus local 
rate to New York City. 

When ordering car diverted to New York City, carriers 
waybilled car to the combination rate basing point, thence New 
York City, resulting in a forty-eight-hour delay on account of 
car being set out at the rate basing point. 

Should not this car have moved on schedules published by 
interested carriers from diversion point to New York City, or 
were carriers justified in delaying a car of highly perishable 
traffic forty-eight hours by setting it out at the rate basing 
point merely for the sake of rebilling it? 

A claim for decline in market is involved and we will greatly 
appreciate your opinion, as well as reference to any similar 
cases. 

Answer: In our opinion, the carrier is liable for such dam- 
age as resulted from unreasonable delay to the shipment in 
question. It is the duty of the carrier to forward a reconsigned 
shipment with reasonable dispatch, and if the shipment is un- 
reasonably delayed by reason of negligence on its part, the 
carrier is liable for such injury as results from its negligence. 
See H. Rouw Co. vs. Kansas City Southern Ry. Co., 288 S. W. 
900. In this case it was held that where a shipment was ordered 
reconsigned and the diversion order was unconditional, as we 
understand was true in the instant case, was unreasonably 
delayed by the carrier in carrying out the reconsigning order, 
damages for the unreasonable delay in transportation of the 
goods was the difference between the market value thereof at 
time and place when and where they should have been deliv- 
ered and value when they were delivered, with interest. See 
also Rio Grande & E. P. Ry. Co. vs. Roy Campbell, 288 S. W. 539. 


Limitation of Actions—Undercharges 

New York.—Question: We would appreciate it very much 
if you would advise us your views through The Traffic World 
what length of time carriers have for the collection of under- 
charges after delivery. 

It is our understanding that the carriers have a two-year 
period to recover such charges and any action by law must be 
brought by them within three years from the time the cause 
of action accrues. 

We would be pleased to have your views as to whether, in 
the event these charges were not paid during the two-year period 
and the time having elapsed, could the carriers bring legal 
action for undercharges on shipments delivered back in 1924? 

Answer: Subdivision A of paragraph 3 of section 16 of 
the interstate commerce act provides that all actions at law 
by carriers, subject to the act, for recovery of their charges, or 
any part thereof, shall be begun within three years from the 
time the cause of action accrues, and not after. Subdivision 
E of paragraph 3 of section 16 of the act provides that the 
cause of action in respect of a shipment of property shall, for 
the purposes of this section, be deemed to accrue upon delivery 
or tender of delivery thereof by the carrier, and not after. An 
action brought by a carrier for freight charges on a shipment 
delivered in 1924, more than three years prior to the time the 
cause of action is begun, is barred by the above referred to 
provisions of the act. See Pennsylvania R. R. Co. vs. Carolina 
Portland Cement Company, 16 Fed. (2d) 760. 

Freight Charges—Liability for Where Shipper Signs Stipulation 
Referred to in Section 7 of Bill of Lading 

Montana.—Question: Some time ago we shipped a carload 
of flour to a point in Alabama. We deducted from our invoice 
on the customer freight allowance covering the correct amount 


‘of freight due from point of origin to destination. On our bill 


of lading we signed the section 7 provision, stating that ship- 
ment was to be delivered to the consignee without recourse on 
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us. Through negligence or error on the part of the railway 
company the proper charges were not collected from the con- 
signee. The shipment moved three years ago and we are now 
requested by the railway company to pay the freight charges, 
since they are unable to collect from the consignee. 

In your opinion, are we liable for these freight charges? 
Has section 7 of the bill of lading been tested out in court, and 
does the signing of this provision by the consignor preclude 
the railway company from holding the consignor for the freight 
charges even though the law requires the railway company to 
collect the legal charges from someone? 

Answer: In its opinion in Louisville & Nashville R. R. Co. 
vs. Central Iron & Coal Co., 265 U. S. 59, the court said: 

But delivery of goods to a carrier for shipment does not, under 
the interstate commerce act, impose upon a shipper an absolute 
obligation to pay the freight charges. See Interstate Commerce Com- 
mission Ruling No. 314, Bulletin No. 7, issued August 1, 1917: ‘‘The 
law requires the carrier to collect and the party legally responsible 
to pay the lawfully established rates without deviation therefrom. 
It follows that it is the duty of carriers to exhaust their legal rem- 
edies in order to collect undercharges from the party or parties legally 
responsible therefor. It is not for the Commission, however, to de- 
termine in any case which party, consignor or consignee, is legally 
liable for the undercharge, that being a question determinable only 
by a court having jurisdiction and upon the facts of each case.’’ This 
ruling, which was adopted May 1, 1911, and ‘“‘interpreted’’ May 4, 
1918, was amended, on March 6, 1922, by calling attention to the pro- 
vision inserted in the Uniform Domestic Bill of Lading prescribed 
October 21, 1921. By that provision the consignor may (see section 
7 of conditions and clause on face of bill) relieve himself of all lia- 
bility for freight charges. In the Matter of Bills of Lading, 52 I. C. C. 
671, 721; 64 I. C. C. 347; ibid., 367; 66 1..C. C. 68: 


It seems apparent from the above that by availing himself 
of the provisions of section 7 of the Uniform Bill of Lading 
Contract Terms and Conditions a shipper may place upon the 
consignee liability for an undercharge on a given shipment. 


Routing and Misrouting 

Indiana.—Question: We shipped several cars of pine piling 
from Norfolk to East 149th Street Terminal, New York City, 
shipments routed P. R. R., care Lehigh Valley. 

Shipments were billed to East 149th Street Terminal. On 
the face of the bill of lading a rate of 21% cents was given by 
shipper as applying to Jersey City, N. J. After shipments were 
made, we found that the Pennsylvania did not maintain a 
through rate in connection with the Lehigh Valley to 149th 
Street Terminal, New York, and shipments were therefore turned 
over to the Lehigh Valley at Phillipsburg, handled to Jersey 
City on a 2114-cent rate, carted from Jersey City to East 149th 
Street Terminal under a 6-cent rate, this making combination 
of rates of 27% cents, as against a through rate from Norfolk 
to New York City via the P. R. R. of 23% cents. Is there 
anything we can do to recover the so-called overcharge in this 
shipment?’ Is the originating carrier at fault for accepting ship- 
ment when no through rate is in effect? Is it possible to have a 
— rate put in by action with Commission and get repara- 

ion? 

Answer: Ordinarily, it is the duty of the carrier to trans- 
port shipments via the route designated by the consignor, and 
if this causes additional expense to the shipper the carrier 
incurs no liability therefor. Bergman & Co. vs. Pennsylvania 
Co., 15 I. C. C. 478. It is the duty of the initial carrier to obey 
the specific instructions furnished by the shipper. When a ship- 
per names the carriers that are to transport his shipment it 
must be assumed that he is relying upon his own investigations, 
and that for some reason he considers it expedient that the 
shipment move over the route indicated by him. Duluth Log 
Co. vs. M. & I. Ry. Co., 15 I. C. C. 627. See also Switzer Lum- 
ber Co. va. T..& N. O..R. RB. Coe. 21 5. .€.-C.. 296. 

The Commission has frequently held that a shipper is bound 
by his routing instructions, and that merely because there was 
a route over which he might have sent his shipment at a lower 
rate, he has not been subjected to unreasonable charges. This 
principle controls in all cases where no showing is made that 
the rate applicable via the route of movement was unreasonable. 
Charles R. Ball Co. vs. T. & P. Ry. Co., 25 I. C. C. 437. How- 
ever, the shipper is not to be denied a reasonable rate over a 
through route merely because a lower rate could have been 
secured by the use of another rate. Gosline & Co. vs. Director 
General, 55 I. C. C. 220. 

If as we understand, the shipment moved in accordance 
with the shipper’s instructions, the shipment was not over- 
charged nor misrouted. However, in the event it can be shown 
in the instant case that the rate via the route over which the 
shipment moved was unreasonable, reparation may be had to 
the basis of the rate found by the Commission to be the rea- 
sonable rate. 

Liability of Express Company for Permitting Inspection of 
Cc. O. D. Shipment 

Illinois —Question: We would like your opinion as to the 
liability of the American Railway Express Company in the 
following case. 

One of our customers sent us a check in part payment of a 
machine. The machine was forwarded C. O. D. for the balance 
of the invoice. 

The express agent at destination allowed the customer to 
open the shipment for inspection before collecting the C. O. D. or 
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Save Time and Money 
By Routing via NEW ORLEANS 


Like a giant fan spreading outward from the Port 
of New Orleans to every section of the country, 


lie the routes of the ten 
and inland water lines 


Day and night, over this 
vast transportation system, 
swiftly pass thousands of 
tons of coffee, petroleum, 
metals, and manufactures, 
bananas, fertilizers, lumber, 
and other commodities. 


At New Orleans, the val- 
ley gateway to the Americas, 
every provision has been 
made for handling this ever- 
flowing tide of commerce as 
efficiently and economically 
as possible. 


Large derricks; locomo- 
tive cranes; conveyors of all 


great trunkline railroads 
which serve this city. 


kinds; the telpher system for 
sugar; grain and special ele- 


vators; tipples; coal and 
bulk commodity - handling 
plants; ample warehouse 


space; skilled labor; and a 
publicly owned and operated 
Public Belt Railway  co- 
ordinating the whole—save 
time and money for world 
shippers. 


Every traffic manager can 
profit by reading a complete 
report on the facilities at the 
Port of New Orleans. Let 
us send this report to you. 
Address Room 204. 


NEW ORLEANS 
ASSOCIATION 
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Benefit Through 


Houston’s 


Rate Advantage 
Ship via 
“Port Houston” 


Investigation will convince any shipper that 
“Port Houston” affords advantages in rate, 
port facilities, time in transit and all other 
elements which enter into the transportation 
of merchandise of any character, either into 
or out of the Southwest. 





Reach any Texas Common Point 
and Points in 


LOUISIANA 
ARKANSAS 
OKLAHOMA 
ARIZONA 
NEW MEXICO 
COLORADO 


Via Port Houston at a Distinct 
Saving in Time and Money 


Write NOW! For 


“HOUSTON” 


Port and City 


The Official Port Publication 












Address 


DIRECTOR OF THE PORT 
5th Floor Courthouse 
HOUSTON TEXAS 
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express charges and after inspection, the customer refused the 
shipment and same was returned to us. 

We claim transportation charges both ways. 

The customer’s order was properly handled as far as we 
were concerned. There was a little misunderstanding in regard 
to the use and names of our machines, but this, we believe, in 
no way should enter into the claim. 

We have presented claim for the transportation charges on 
this shipment plus 10 per cent of the invoice value for handling 
and the express company advised they do not feel they should 
take care of any part of the claim. 

Our contention is that had the express company withheld 
shipment until all lawful charges were paid, it would have been 
accepted by the customer and any misunderstanding occurring 
could have been straightened out by us by letter. 

Any previous case and substance of same which you can cite 
which will settle this question will be very much appreciated. 

Answer: When goods are forwarded by an express company, 
to be paid for on delivery, the consignee is ordinarily entitled 
to a reasonable opportunity to examine the goods, to ascertain 
whether they answer the rescription of those ordered by him. 
By permitting this inspection, the carrier does not render itself 
chargeable for the goods; and this is so, although it requires 
the consignee to pay the amount charged for its own security 
while the goods are being examined, as this is in no sense a 
payment of the price. Lyons vs. Hill, 46 N. H. 49, 88 Am. D189, 
Port Huron Machinery Co., Ltd., vs. C. M. & St. P., 201 N. W. 
779. Where goods are shipped C. O. D., the consignee is entitled 
to a reasonable opportunity to inspect the goods before he 
accepts them, and tle carrier is not liable for the value of the 
goods for allowing such inspection which resulted in the rejection 
of the goods.. Southern Express Co. vs. Grace, 109 Miss. 268, 
68 S. 172. A carrier, however, should exercise care to prevent 
loss or injury to the goods during the inspection. .The consignee 
is not entitled to the right of inspection where the goods were 
put up and sealed in his presence and forwarded to him by his 
directions. And if the consignor forbids the consignee to inspect 
the contents of the package until payment is made, it is the 
duty of the carrier to obey the instruction, and if in violation 
of such instruction it permits the examination of the contents, 
and the consignee refuses without cause to receive the goods 
and to pay the sum required, the company is liable to the 
consignor for damages. Where the carrier is directed not to 
permit an inspection, it incurs no liability by returning the 
goods to the consignor on refusal of the consignee to accept 
the goods without examination. 

Unless instructions to allow inspection of the shipment 
are given by the shipper, the act of the carrier’s agent in per- 
mitting the shipment to be inspected is in violation of the 
provisions of Paragraph C of Rule 14 of Official Express Classi- 
fication No. 30, George S. Lee’s I. C. C. No. 3280. 

However, it does not appear that under decisions which 
hold that the buyer is entitled to an inspection of the goods the 
carrier would be liable for allowing the inspection, notwith- 
standing the provisions of its tariff above referred which pre- 
sumably are for the protection of the carrier. See, in this 
connection, our answer to “Iowa” on page 478 of the August 
27, 1927, Traffic World, under the caption, ‘“Inspection—Liability 
of Carrier for Unauthorized.” 


Routing and Misrouting—Liability of Connecting Line for 
Misroute 


Texas.—Question: A car of lumber originated at Station 
A on X Railroad consigned to an interstate destination with rate 
of 40% cents inserted in lading, routed in care of Z Railroad by 
shipper; originating agent billed the shipment, routing to first 
junction Y Railroad care of Z Railroad with 401% cent rate 
shown on waybill; the 40% cent rate applies via Y Railroad 
and Z Railroad in connection with an intermediate carrier but 
does not apply via junction at which Y and Z Railroads make 
direct connection. 


Y Railroad made delivery to Z Railroad at junction at which 
direct connection is made instead of delivery to an intermediate 
carrier to be delivered to Z Railroad, the route via which 
through rate shown on waybill and lading applies. 

Inasmuch as the billing agent failed to show complete 
routing, but inserted through rate on waybill, which carrier is 
responsible for misroute, X or Y? Had the shipment moved 
via route over which through rate applies, all carriers would 
have received a line haul. 

Answer: In our opinion, Y Railroad is liable for the mis- 
routing of the shipment in question. In accepting the shipment 
with routing, in connection with the Z Railroad and the rate of 
40% cents, shown in the waybill, it became its duty to forward 
the shipment via a route over which the 40% cent rate applied. 
See Duluth & Iron Range Ry. vs. C. St. P. M. & O. Ry. Co., 18 
I. C. C. 485, American Lumber and Export Co. vs. A. T. & N. 
R. R., 42 I. C. C. 259, and Willson Bros. Lumber Co. vs. Norfolk 
Southern R. R. Co., 19 I. C. C. 2938. 

Contractual Rights and Duties of Carrier as Determined by Its 
Tariffs 

Massachusetts.—Question: Car moving from point A to 

point B—both points being within switching limits of carrier C, 
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and movement is subject to a switching charge of $15 per cay. 
Bill of lading provides for prepayment of charges and car is 
consigned to steamship company for reforwarding. No request 
is made on carrier to unload contents after placing car on steam- 
ship docks. Carrier does, however, unload without any authority 
from shipper to do so and then bills shipper for tariff charges 
of 60 cents per ton. Shipper refuses to pay and carrier brings 
suit, alleging that they must collect legal tariff charges, and 
that the service performed was absolutely necessary in order 
to complete bill of lading delivery. 

Shipper defends on the ground that carrier cannot bill them 
for a service they never requested and that bill of lading de. 
livery is accomplished when car is set on the steamship docks 
ready for unloading. 

Can the carrier collect? 

Answer: Whether the carrier’s duty under the bill of lading 
was complete with mere transportation and placing on docks 
without unloading can be determined only from the applicable 
tariff and the services customarily performed by it thereunder, 


If the carrier’s practice has always been to unload the car 
and to assess the unloading charge in addition to the switching 
charge, and if the tariff does not impose upon the shipper the 
duty to unload, or give him the option to unload, we would say 
that your shipping contract implies that the usual and cus- 
tomary services shall be rendered by the carrier and paid for 
by the shipper. Under such circumstances the shipper who 
does not wish to unload could demand that the carrier do so 
and bill the shipper therefor; further, the shipper could not 
insist upon performing the service himself in order to saye a 
part of the charges. The switching and unloading charges com- 
bined would be his total rate and would be the amount agreed 
to in consideration of the carrier’s performing the continuous 
through service, including unloading. The rate and service 
would not be divisible at the shipper’s election. 


For the shipper to unload and pay the combined total rate 
less 60 cents per ton would be no different in principle from 
an ordinary allowance out of a rate for service performed by 
a shipper for the carrier. Where allowances are thus made 
they must be authorized by tariff. Ragone & Son. vs. Director- 
General, 80 I. C. C. 491; Waste Merchants’ Association vs. 
Director-General, 57 I. C. C. 686. In the former case the Com- 
mission said: 


No tariff provided allowances to complainants for portceming load- 
ing service. (The carrier had collected line-haul rate plus loading 
charge.) Since nothing in excess of applicable rates was received by 
the carrier complainants were not overcharged. 


In the Waste Merchants’ Association case it was held that: 


No alternative clause in tariffs provided for payment of allow- 
ance if shippers performed loading service and since all allowances 
must be published in tariffs, even if defendants desire, they could 
not lawfully have compensated complainants for loading service ren- 
dered by them. 


The doctrine is well established that where the carrier has 
a duty (at an established rate or charge covered by a single bill of 
lading contract) to perform, it has the right to render it. If the 
shipper without tariff authority renders a part of the service cov- 
ered by the rate, it is gratuitous on his part and he must still pay 
the total rate. In Colombia Mills vs. D. L. & W., 118 I. C. C. 
112, the complainant checked, weighed, loaded and unloaded 
L. C. L. shipments which under the rates the carrier had a duty 
to do at its own expense. The shipper contended that the car- 
rier should pay him for this service. Obviously this would mean 
reducing his rates pro tanto. The Commission said: 


Here the shipper voluntarily elected to perform such services 
without request, intention, or desire of carrier, who expressed a 
preference to handle such shipments through its own terminals. It 
was the carrier’s privilege to perform these services itself and the 
Commission cannot prescribe compensation for the carrier to pay 
a voluntary agent for performing them. A carrier has the right to 
complete a service included within its rates but when by action of 
the shipper it is deprived of opportunity to do so it’ é¢annot be held 
to make compensation therefore. 


In New England Coal & Coke Co. vs. N. & W. Ry., 33 I. C. C. 
276, followed by Iron Ore Rate Cases, 41 I. C. C. 181; Handling 
of Heavy Articles, 47 I. C. C. 323; also Southern Transportation 
Co. vs. N. & W. Ry., 101 I. C. C. 211, the Commission held that 
there is no impropriety in stating the line-haul rate and the un- 
loading charges separately in tariffs applicable at ports where 
transfers are made from cars to ships, where the practice is for 
the carrier to perform these terminal services. The fact that 
coal for export was billed to the shipper’s agent at the docks 
but the dumping from car to ship was performed by the carrier 
would not relieve the shipper from paying the dumping charge, 
the shipper not having the tariff option of making the transfer 
himself. Further, it held that the only basis for complaint in 
such cases is as to whether the rate or unloading charge or both 
was unreasonable for the total service performed; that where 
the carrier’s practice was to unload or transfer and it could 
handle the traffic much more expeditiously with its elaborate 
unloading facilities than could the shipper, there is nothing 
unreasonable in the practice. 

If the tariff imposes the duty of unloading upon the shipper 
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“Suo, chile! I’se a traveler. Mebbe 
to jedge frum my name you thinks I 
limps roun’ on a cane, bent ova’ like I 
had de rhumaticks. But you oughter 
see me when I gits loaded up fer de 
Nawth’n markets. I’seasspry an’ chip- 
per as Brer Rabbit.” 


If you happened to be listening as 
“Uncle Remus”, the big Pennsylvania 
freight from the South rumbled by, his 
wheels might spin a story as they clicked 
over the steel rails. And you might be 
reminded of other stories told by another 
Uncle Remus who was one of the un- 
failing delights of your younger days. 


Uncle Remus of fiction is important 
to childhood. And “‘Uncle Remus” of 
the railroad is just as important to many 
children now that they’re grown up. 
For he carries the riches of the sunny 
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rTUNULE REM 
highballs North 


Southland up to the Middle Atlantic 
States and New England. And regu- 
larly and dependably he brings in his 
cargoes on time. 


“Uncle Remus” glides out on the 
steel rails at Potomac Yard, Virginia, 
tuned up for his dash to the Northern 
Markets. 


Garnishing Northern Tables— 
Furnishing raw materials 
for Northern Industries 


Behind his snorting locomotive rides 
as rich a caravan as ever swept over the 
deserts of Araby. For here is wealth 
from the South—luscious ripening fruits 
and choicest cool green vegetables to 
garnish the tables of fastidious North- 
ern housewives. These and many arti- 
cles of general merchandise that “ Uncle 
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“UncLte Remus” is one of the great fleet of 
60 named Pennsylvania freight trains that 
have set remarkable records for regularity and 
dependability of on time arrival. 


Remus” also carries have been brought 
by connecting Southern Roads from 
practically all Southern points to 
Potomac Yard. 


Upon arrival in New York the New 
England shipments that ‘‘Uncle 
Remus” carries are routed via Hell 
Gate to their various destinations. 


The remarkable on time perform- 
ances turned in by “Uncle Remus” 
assure the Southern fruit and vegetable 
growers of having their produce reach 
the Northern Markets promptly—and 
with a minimum of loss. Likewise they 
mayrely—through theexceptional diver- 
sification facilities of the Pennsylvania 
Railroad—on their goods going to the 
markets where the best prices are be- 
ing offered—to be placed before buyers 
on a regular dependable schedule. 


Here are three other Pennsylvania freights whose regular on time arrivals have earned them distinctive names 


“UNCLE SAM” 
Perishable Freight 


St. Louis to Seaboard Cities 


PENNsSyLvania R 


Carries more passengers, hauls more freight than any other railroad in America 


*THE BIG SMOKE” 
Merchandise 
Columbus to Chicago 


“THE DIVIDEND” 
Perishable— Merchandise 
Wilkes-Barre to Pittsburgh 
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the carrier has no right to unload, and, if it does so, it would 
be acting without authority and could make no charge therefor. 
If the tariff makes it optional with the shipper to either 
himself unload or have the carrier do it, the carrier has no 
duty and no right to do so until the shipper has so elected. 
Manifestly, the shipper would not have to pay for a service 
not ordered but voluntarily rendered by the carrier’s agent. ,In 
such case the situation would be the reverse of the cases above 
discussed. The carrier would be a voluntary agent and, like 
the shipper in the inverse order, would be entitled to no com- 
pensation under the tariffs. No tariff charge is collectible ex- 
cept on basis of service authorized expressly or impliedly by the 
shipper. 


Limitations—Action for Amount Erroneously Refunded as 
Overcharge 


We are advised that the case of Michigan Central Railroad 
Co. vs. Partridge, 17 Fed. (2d) 657, referred to in our answer 
to “Illinois,” under the above caption on page 586 of the Sep- 
tember 10, 1927, Traffic World, is on appeal to the United States 
Circuit Court of Appeals of the Eighth Circuit, case No. 7656, 
it having beeen submitted some time in May of this year. 

Tariff Interpretation—Minimum Charge 

Michigan.—Question: Referring to your answer to “Minne- 
sota” on page 366 of The Traffic World of August 13 and to 
“Pennsylvania” on page 536 of September 3. 

Does not the clause (subject to rule 13), which follows 
section 1 of rule 16, make any-quantity ratings subject to the 
same minimum charge as is made for less-carload rates as per 
rule 13? The only minimum charge that can be observed on 
any-quantity rating is for one hundred pounds at the class or 
commodity rate applicable thereto or fifty cents per shipment, 
whichever is the higher. 

One-half of fourth class rate in question as stated, is 47 
cents, but section 1 of rule 16 says one must observe rule 13 
for minimum charge on any-quantity ratings, and section 1, para- 
graph (d) of rule 13 states the charge on a single shipment 
shall in no case be less than fifty cents. 

Answer: While it is true that it is provided in section 1 
of rule 16 of Consolidated Freight Classification No. 4, that it 
is subject to rule 13, nevertheless, rule 13 under its terms re- 
lates solely to carload or less-than-carload shipments, there be- 
ing no provision therein for a minimum charge on an any-quan- 
tity shipment. We do not see how one item can be governed 
by another item, which latter is not broad enough in its ap- 
plication to govern that item. 

Furthermore, the provisions of section 1 of rule 16 of the 
classification appear to be limited to the ratings provided in 
the classification and are, therefore, not applicable in connection 
with commodity rates. 


State vs. Interstate Traffic 


Texas.—Question: A certain city is situated in two states. 
One carrier hauls freight into this town and assesses intra- 
state rates for the line haul. It is switched across into the 
other state and interstate switching charges are assessed. 

In most instances traffic is considered intrastate or inter- 
state according to the freight charges. We would like to know 
if the above switching charges are proper. 

Answer: Where there is continuity of movement from a 
point in one state to a point in another state, such a movement 
is interstate traffic and the interstate rate must be applied 
thereto. Muse Lumber Co. vs. D. G., 85 I. C. C. 267. 

It is a question of fact as to whether or not there is a 
continuity of movement in the handling of the shipments to 
which you refer. In this connection, see the Commission’s opin- 
ion in American Refining Co. vs. St. L.-S. F., 50 I. C. C. 270, in 
which case the Commission said: 


The $3 per car switching charge collected for the transportation 
from Gretna to Amesville applied only on intrastate traffic. Come 
plainant urges that it took possession of the shipment at Gretna. 
The nature of the alleged possession is not disclosed, but the purpose 
evidently was to characterize the shipments as intrastate and to ren- 
der the intrastate switching charge applicable. The evidence fails 
to show that the possession taken by complainant at Gretna was 
sufficient to change the essential character of the shipments. More- 
over, complainant indisputably intended delivery at Amesville when 
the shipments were forwarded from Okmulgee. The commodity rate 
applicable to interstate shipments of petroleum tailings in barrels 
or in tank cars from Gretna to Amesville, 2.9 miles, was 10 cents, 
minimum 30,000 pounds. The average weight of the shipments was 
about 60,000 pounds, and the legal charges from Gretna to Amesville 
were approximately $60 on each car. For the movement from Gretna 
to Amesville the shipments were undercharged to the extent of the 
difference between the charges paid and the charges that would 
have accrued at the rate of 10 cents. 


Storage—Shipments Consigned to Interior or Non-Railroad 
Points 

Oklahoma.—Question: Your interpretation of item 3, rule 
3, American Railway Association Tariff Bureau, Tariff No. 1-F, 
B. T. Jones, I. C. C. 1867, with respect to the free time allow- 
ance upon an L. C. L. shipment hauled in excess of 20 miles and 
under 30 miles from the freight station to the place where use 
is desired. 

I have filed claim with the X Railroad Company for refund 
of storage collected on such a shipment, which has been de- 
clined. 


Vol. XL, No. 13 


It is my contention that on shipments that are hauled di- 
rectly from the freight station the distances shown in this item 
are entitled to the free time specified, whether or not such 
shipments are hauled to non-railroad points, to farms, or any 
other place where first unloaded upon the initial haul from the 
freight station. 

Answer: The exception provided for in section A-1 of rule 
3 of Agent Jones’ Tariff No. 1-F, I. C. C. 1867, provides for addi- 
tional free time over the usual 48 hours on less-than-carioad 
shipments consigned to parties located at interior or at non- 
railroad points. 

Inasmuch as the evident purpose of the exception is to allow 
sufficient free time to the consignee located at an interior or 
non-railroad point to call for his shipment after receipt of the 
notice of arrival, it seems evident that a condition precedent 
to the allowance of this additional free time is that the ship- 
ments be consigned to parties located at interior or non-railroad 
points, and not merely that the shipments be hauled the dis- 
tances specified in the exception, where the consignee is not 
located at the interior or non-railroad point. 

Routing and Misrouting—Conflict Between Marks on Package 
and Address on Bill of Lading 

Virginia—Question: Will you kindly give your opinion of 
the iollowing case: 

The shipper loads L. C. L. shipments of furniture into two 
trap cars at his warehouse and shipments are receipted for by 
carrier as shipper’s load and count. In one instance a shipment 
was marked in error to a point in one state and correctly billed 
to a point by the same name in another state. At break-bulk 
point this shipment was forwarded as marked and shipper was 
not notified of the discrepancy. Charges are collected from 
point of origin to marked destination, thence to billed destina- 
tion. Was it not the carrier’s duty to hold shipment at break- 
bulk point and advise shipper of error that he might have marks 
changed to agree with billing, and can carriers collect more 
than through rate from point of origin to billed destination? 

Answer: In Conference Ruling 433, the Commission said: 


Besides being expressly so provided in the rules of all freight 
classifications, it is on broad general ground the duty of a shipper 
to correctly mark packages of less than carload freight intended for 
transportation, and when so marked the carrier is held to a strict 
responsibility for their safe delivery at destination. y 

A pacRKage of merchandise was addressed by a shipper to Lake 
City, Fla., instead of Lake City, S. C. Held, that the shipper making 
the error, must bear the burden of the resulting freight charges, and 
the fact that the correct address was noted on the bill of lading is 
not material. Parlin & Orendorff Plow Co. vs. United States Ex- 
press Co., 26 I. C. C. 561, reaffirmed. (See ruling 237 and 248; also 
ae Agricultural Chemical Co. vs. B. & O. R. R. Co., 28 I. 
c. ©. 404. 


See also C. S. Brackett Co. vs. G. N. Express Co., 20 I. C. C. 
667. 

Under the above ruling and the cases cited, so far as the 
matter of freight charges is concerned, the Interstate Commerce 
Commission holds that the marks on the package, and not the 
address shown in the bill of lading, determines where the sHip- 
ment is to be transported. 

See also our answer to “Iowa” on page 1440 of the Dec. 
12, 1925, Traffic World, under the above caption. 


Demurrage—Computation of Time on Reconsigned Shipment 
Ohio.—Question: Your interpretation will be appreciated of 

rule 3, section B, paragraph 2, National Car Demurrage Rules 

and Charges, American Railway Association Tariff No. 4-G. 
The case in point is as follows: 


A written reconsigning order is mailed at Toledo, O., August 
26, Friday, postmarked in Toledo post office August 27, Satur- 
day, and delivered to the railorad agent at East Toledo, O., 
through a Toledo sub-station post office August 29, Monday. 
The car was released by the agent at 7 a. m. August 29. 


Under your interpretation of rule 3, should the car have 
been released at 7 a. m., August 27? “Date of mailing to be 
determined by postmark.” Your reference to a previous deci- 
sion of a similar nature will also be appreciated. 

Answer: While we cannot locate an opinion of the Com- 
mission construing the provisions of section B-2 of rule 3 of 
Agent B. T. Jones’ Tariff No. 4-G, I. C. C. No. 1855, it is our opinion 
that the date of the receipt by the agent of the carrier of the 
reconsigning order, and not the date of the mailing of the order 
by the consignee or owner of the goods, determines the time 
of the release of the car. The clause “date of mailing to be 
determined by the post mark” provides how the date of mailing 
is to be determined, but does not fix the time of the release of 
the car, which time is fixed by the receipt of the instructions 
by the carrieer’s agent. 

Liability of Steamship Company for Loss of or Injury to Freight 

Missouri.—Question: We thank you for the comprehensive 
reply to our question of August 19, as published on page 536 
of The Traffic World of September 3, under the above caption. 

This covers the subject fully, but the particular point we 
are interetsed in is the exact liability of the water carrier. 

You say, “that if the loss, damage, or injury occurs while 
the property is in the custody of a carrier by water the liability 
of such carrier shall be determined by and under the laws and 
regulations applicable to transportation by water, and the lia- 
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CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 










Merchandise Storage and Pool Car 
Giotto cys Distribution sss 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


Works: Penn. System Telephone Harrison 3486 
Hegewisch, ilinots} eg S.B. CHICAGO, ILL. 
TAN K CARS 


TANK CARS TO LEASE We Rebuild and Repair Tank Cars 


HOTEL COSMOPOLITAN 
DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 








Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO.,, Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


eee Nt NETIC RRO ORIN 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


The Largest and Finest Hotel in the State 


“The Leading Hotel of Denver” 


ROY’S COSMOPOLITAN ORCHESTRA 
EVERY EVENING 


CALVIN H. MORSE, Manager C. S. PRYOR, Ass’t Manager 









UTICA, N.Y. 


In the Heart of New York State 


Broad Street Warehouse Corp. 


700 Broad Street 


Utica is the Most Natural and Practical Point 
for Warehousing and Distribution 
in Central New York 


Also Freight Rate Breaking Point 
on Eastern Shipments 





Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 






Space leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 


We can serve you in some capacity in Los Angeles or San Francisco 
and would suggest that you complete your = by requesting 
the ‘rates for our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 


YOUR SPOT STOCK DENVER, COLORADO 


AT 


OMAHA 


WILL BE HANDLED 
IN OUR 






Auto Trucking Service to all Leading Cities and Suburban 
Towns Radiating out of Utica, N. Y. 





FIREPROOF 
* WAREHOUSE 


f With Care, Speed 
- and Courtesy 





FIREPROOF WAREHOUSES ON TRACK 
MEMBER A. W. A. Pree Swieching to to — We specialise mt the DISTRIBUTION of 


ae Ae Negotiable Warehouse 
MERCANTILE STORAGE & WAREHOUSE CO. 


Receipts Tesued te tesued. ‘The Wet Weicker shenener a y Stereo Company 
PHILADELPHIA, PA. |UNION TRANSFER CO. 


Established 1867 
DELIVERY Phone Popular 6210 


BREAK 1 1004-26 Spring Garden St. 
Complete ! ING UP Servis .. E. H. ROE, General Manager 








FORWARDING 
WAREHOUSING 


Dally Delivery Service in Philadelphia and to 250 Surrounding 
Towns at Lowest Minimum Delivery Charges 
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bility of the initial carrier shall be the same as that of such 
carrier by water.” 

Under these laws and regulations, just how far, to what 
extent, and for how much are the water carriers liable? 

If we have this particular point explained, we will know 
just what our rights are in future complaints. 

Answer: The owner of a general ship carrying goods or 
merchandise for hire, in the usual course of business, whether 
for an ocean voyage, or for a voyage on inland waters, and 
whether in sailboats, steamboats, or canalboats, is a common 
carrier and subject to a common carrier’s liability to shippers, 
when that responsibility is not qualified by an express contract 
or reservation, or by a custom or usage of established notoriety, 
although there is no specific agreement of carriage entered into, 
and independently of any bill of lading. Except as his liability 
is modified by the Harter act of February 13, 1893, the owner is 
bound absolutely to deliver the cargo as required unless pre- 
vented by the act of God or public enemies; and the liability 
of a carrier under a bill of lading continues until the mer- 
chandise is safely delivered to the consignee at the port of 
discharge, or placed in such a situation there as to be equiva- 
lent to a safe delivery, and the carrier is not discharged of the 
custody of the goods until this is done. 

The rule that a carrier is responsible for all losses except 
such as are inevitable or arise from the act of God or the public 
enemy applies to carriers by water, and as well to inland as to 
other waters, and whether on coasting or ocean voyages. A 
carrier by water is not, however, liable for the destruction of 
or injury to goods due solely to their inherent nature and qual- 
ities or defects, or from their having been shipped in an 
unfit condition; but}; although the carrier is exempt from 
liability for damage or deterioration arising from the nature 
of the goods or of the voyage, yet, if there has been a want of 
proper care or skill on his part in guarding against such dam- 
ages, the injury will be ascribed to his negligence. 

In a libel on a contract of affreightment, to recover for dam- 
ages to the cargo, the object of the law is to make the parties 
as nearly whole as possible for the damages sustained by reason 
of the breach of contract. 

When the loss of or injury to cargo occurs at the place 
where it is laden, and before the voyage begins, the carrier is 
liable for its value at such port, in the absence of special cir- 
cumstances making him liable for the value at the port of de- 
livery; and although it is held that the ordinary measure of 
damages for the breach of a contract of affreightment, where 
the goods have been unlawfully disposed of at an intermediate 
port, is their prime cost, with interest ,and charges of shipment 
and transportation, the general rule is, in the absence of special 
circumstances, such as misconduct on the part of the carrier, 
or the impossibility of showing the value of the cargo at the 
port of delivery, that where the loss occurred after leaving the 
place of shipment the damages are to be estimated as of the port 
of delivery, and the measure is the market value, at the port 
of destination, at the time they should have been delivered, 
with interest from the time delivery should have been made; 
and, in the absence of proof of such value, it will be presumed to 
have been their value at the place of shipment, with the freight 
added; and if the goods are merely injured on shipboard the 
measure of damages is the difference between their value in 
their damaged state and their value at the port of destination 
if they had been delivered in good order, with interest from 
the time of delivery and other items of expenditure made 
necessary by reason of the damage; but it has been held that 
where the cargo of a vessel has been sold by order of the court 
in a port to which it was brought by salvors, in proceedings 
regularly instituted by the owners to recover possession, the 
proceeds of the sale may properly be taken as its value for 
the purpose of making adjustment between the several parties 
in interest, although the proceeding by the cargo owners was 
unwarranted, and the cargo was sold for less than its actual 
value. But the shipper or owner cannot recover for loss of a 
piofit he would have made by delivery of the steél on a prior 
contract of sale, which delivery was refused by the purchaser 
on account of its damaged condition, the vessel having no rela- 
tion to such contract; and where goods are delivered in a 
damaged condition it is immaterial, on the question of damages, 
what disposition the shipper has made of them since the breach 
of contract occurred. 


There have from time to time been passed in the United 
States statutes limiting in greater or less degree the absolute 
quasi-insurance liability of the carrier by water. One of the 
earliest of the important statutes of this kind was the act of 
Congress of March ‘3, 1851, entitled “An Act to Limit the 
Liability of Ship Owners and for Other Purposes,” which by 
section 1 exempts the owners of vessels, in cases of loss by fire, 
from liability for the negligence of their officers or agents in 
which the owners have not directly participated; and by section 
2 discharges the ship owner from liability for certain enumer- 
ated classes of valuables, such as precious metals, jewelry, and 
the like, unless the shipper at the time of lading gives a note 
in writing stating their character and value; and by section 3 
limits the liability of ship owners to the amount or interest in 
the vessel and the freight then pending. 
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By far the most important statute in the United States 
affecting the liability of a carrier of goods by water is the act 
of February 13, 1893, commonly referred to and referred to 
hereinafter in this section as the Harter act, and entitled, “An 
Act Relating to Navigation of Vessels, Bills of Lading, and to 
Certain Obligations, Duties and Rights in Connection with the 
Carriage of Property.” The general policy of the law is that 
the vessel owner must take the care required of experts in that 
business in all matters relating to the loading, stowage, custody, 
care and proper delivery of the goods instrusted to it, and 
must exercise due diligence to make the vessel seaworthy in 
all the particulars which have been held to constitute sea. 
worthiness; and that, if these requirements are met entirely, 
neither the vessel nor her owners shall be responsible even for 
faults or errors in navigation, nor for such accidents as have 
been held by the American decisions to be validly stipulated 
against in bills of lading. The trend of judicial decision in the 
United States has been to construe the Harter act strictly, 
and not to extend the carrier’s exemption from liability to 
doubtful and uncertain cases, but to leave such liability as it 
was defined and enforced by the law maritime and by the 
common law, unless the act plainly and unequivocally asserts 
a different liability. 


Ordinarily it would seem that a statement by the seller 
as to the weight or quantity of specific commodities sold is to 
be regarded as a statement or expression of opinion rather 
than an assertion of fact, and is not to be deemed a warranty, 
and this is especially true when the statement is qualified by 
the word “about” or the like. And where there was incorporated 
into a bill of sale of a vessel for the purpose of describing her 
the certificate of the ship carpenter under whose supervision she 
was built giving her dimensions and tonnage, which was fol- 
lowed by a general warranty of title, it has been held that this 
is not to be deemed a warranty that the measurements and 
tonnage are correctly given. If, however, the circumstances show 
that it was the intention of the parties that a statement of this 
character was a statement of a fact on which the buyer should 
rely, it will be treated as a warranty, and where goods shipped 
to the buyer were invoiced as containing a certain quantity this 
has been treated as a warranty. 

Weights and Weighing 

California.—Question: We would appreciate it if you would 
give us your comments on the following question now pending 
with the carriers. “Car moved from class A territory under 
shipper’s load and count covered by weight agreement.” The 
agreed weight was 25,100 pounds. Before arrival of car in San 
Francisco we requested re-weighing of the car as the weight 
seemed to be exorbitant. The scale weight of the carrier in 
San Francisco indicated 23,840 pounds, and as 24,000 pounds 
is the minimum carload weight for this commodity, we have 
refused to accept the weight of 25,100 pounds. 

A partial explanation of this difference in weight is as 
follows: 

The car was weighed prior to December 26, and was held 
for loading until December 30th. The records of the Scalehouse 
show that during this time considerable snow fell—on Decem- 
ber 26th, 8 inches; on December 27th, 1% inches, and December 
28th, 5 inches; total, 1414 inches. 

The Trans-Continental Freight Bureau recommend in view 
of the fact that there was no freight track scaling on this 
shipment and the original weighing was protected by the 
T. L. F. I. B. agreement, that Inspection Bureau weights prevail 
in the adjustment of the freight charges. 

The records of the re-weighing in San Francisco indicate 
a gross of 66,260, tare 42,420, net 23,840 pounds. The gross 
indicated at point of shipment was 67,520 pounds. 

We would appreciate your comments. 

Answer: In Peters vs. O. S. I. R. R. Co., 20 I. C. C. 298, 
the Commission said that “the actual weight of shipments con- 
stitutes the true basis upon which to assess transportation 
charges. The question is one of fact.” 

With respect to this question see Nolf'Number Cd. vs. 
C. & N. W., 98 I. C. C..589. 

Your letter does not give a comparison of the tare weights 
at point of origin and point of destination, but assuming that 
that at point of origin was greater than that at point of destina- 
tion, it seems apparent that the weight of the snow accounts 
for ‘the difference in the net weights. 


ALTOONA TRACK SCALES 


The Pennsylvania Railroad has completed the installation, 
in the Juniata freight yards at Altoona, Pa., of a twin pair of 
plate fulcrum track scales, which, taken together, are said to 
constitute the largest and most modern plant for weighing car- 
load freight in service on any railroad. These weighing machines 
have a capacity of 800,000 pounds each, yet with balances 
so sensitive that the weight of a person can be determined 
within five pounds. The importance of these scales may be 
judged from the fact that it is their function to determine the 
charges on freight traffic producing revenues approximating 
$50,000,000 annually, as indicated by the Juniata yard operations 
of recent years. 
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ROCHESTER, N. Y. 


IB. R.& P. WARE H( 


GENERAL MERCHANDISE STORAGE 
Distribution 


The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 


Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., Rochester, 


The Cotton Concentration Company 


Incorporated 


Concentrators and Distributors of Cotton 
and General Merchandise 


LOCATED AT GALVESTON, TEXAS 
The World’s Largest Cotton Port 


Six High Density Compresses, Capacity 6,000 Bales 
Per Day. 


Eisuippea with Sprinkler System Throughout. 


Reiiavie Transportation at a Moment’s Notice. 
YF arious Warehouses’ Storage Capacity 400,000 Bales 
of ‘Cotton. 


Jotezrity of Our Warehouse Receipts Is Unques- 
tioned. ! 


Capacity of Tracks Serving Plants Over 500 Cars. 


Fistablishea System of Service. 


WE NEITHER BUY NOR SELL COTTON 


We Care Not ‘‘From Whence It Comes Nor 
Whither It Goes,’’ That’s Your 
Business and Yours Only 


J. GARRISON 
Vice-Pres. and Gen’] Manager 


GEO. SEALY 
President 
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PANAMA MAIL S.S. CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 


October 8 October 10 
October 29 . October 31 
November 26 November 28 


Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 


OFFICES 
350 Marquette Bldg., Chicago, IIl. 2 Pine Street, San Francisco, Cal. 
10 Hanover Saq., New York, N.Y. 548 S. Spring St., Los Angeles, Cal. 


Middlesex Transportation Co. 


PIER 16, NORTH RIVER, Foot Barclay Street 
NEW YORK CITY 


Operates Daily (.£3',) Fast Steamship Freight Service 
LEAVING NEW YORK AT 3 P. M. 
BETWEEN 


New York City and New Brunswick, N. J. 
Steamer Connections Made with All Leading Water Lines in |: 
New York Harbor, including Delivery of Freight 
We also Operate Daily Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 


Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 


NEWARK, N. J. 
STORAGE 


NEWARK WAREHOUSE co 


Located in the Heart of the City and in the Center of the 
New York Metropolitan Area 


STORAGE IN TRANSIT 


Pool Car Distribution 


All Freight Unloaded Under Cover 
Grinnell Dry System Sprinkler Throughout 
Private Siding Connection with 
The Central Railroad Co. of New Jersey 
For rates and arrangements, apply or write to 


F. W. STOKES, Manager 
NEWARK WAREHOUSE CO., Newark, N. J. 
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MEN IN TRANSPORTATION 





Two years after Congress passed the act to regulate com- 
merce in 1887, the Interstate Commerce Commission invjted 
state railroad commissions to participate in a general con- 
ference of railroad commissioners for the purpose of considering 
regulatory problems of common interest to the state and federal 
bodies. Twenty-one states, the territory of New Mexico, and 
the federal Commission were represented at the conference. 
Out of that conference came the National Association of Rail- 
way Commissioners, the name of which was later changed to 
the National Association of Railway and Utilities Commissioners. 
In 1923, the name was again changed to the National Association 
of Railroad and Utilities Commissioners. There are now fotry- 
eight state regulatory bodies exercising jurisdiction over rail- 
roads and other puble utilities represented in the national asso- 
ciation. The state of Delaware has no commission, but the 
state of New York has two commissions that are mebmers of 
the association. 

The members of the Interstate Commerce Commission are 
members of the association, but in matters affecting state com- 
missions the federal Commission members never take an active 





JOHN E. BENTON 


part, the association being essentially an organ of the state 
commissions. 

Although the association was originally organized in 1889, 
it did not open offices in Washington until 1916, when Clyde B. 
Aitchison, now a member of the Commission, was selected as 
solicitor to the valuation committee. In 1918, Charles E. Elm- 
quist succeeded Mr. Aitchison. The title of the Washington 
representative of the association, after the appointment of Mr. 
Elmquist, was changed to “general solicitor.” With the passage 
of the transportation act in 9120, the duties of the general so- 
licitor were greatly increased, and in 1924, Eugene W. Reed 
was appointed solicitor for the association’s valuation com- 
mittee. 

John E. Benton, who has represented the association is 
general solicitor since the beginning of 1920, was born in Maid- 
stone, Vermont, in 1875. After he was graduated from the 
Boston University School of Law, he was admitted to practice 
in Massachusetts in 1898, and two years later he was admitted 
to practice in New Hampshire. From 1903 to 1918 he was 
engaged in general practice at Keene, N. H. He has held sev- 
eral public offices, having been representative from Keene in 
the New Hampshire House of Representatives in 1907-8; city 
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solicitor of Keene in 1909; mayor of Keene in 1910, and a men. 
ber of the Public Service Commission of New Hampshire, 1911. 
1915. When he left the New Hampshire commission he engage 
in utility practice before the commissions of New Hampshire, 
Maine, and Massachusetts. He became solicitor of the bureay 
of valuation of the Interstate Commerce Commission in Feb. 
ruary, 1918, succeeding P. J. Farrell, when the latter was made 
chief counsel of the Commission. He resigned from the Com. 
mission in December, 1918, to become general solicitor for the 
National Association of Railroad and Utilities Commissioners, 
succeeding Mr. Elmquist. 

State commissioners have come to regard the general go. 
licitor of the association as a people’s counsel in general rate 
cases before the Commission and in such capacity the solicitor 
has appeared in the important cases since 1920. Most of the 
time of the general solicitor is devoted to matters pending 
before the Commission, either on behalf of the commissions 
generally, or for groups of commissions or for individual com. 
missions. The solicitor also keeps in close touch with the legis. 
lative situation in Congress as it relates to transportation 
legislation. Particular attention is paid to proposed legislation 
affecting the powers or jurisdiction of the state commissions, 
The state commissions do not like the present provisions of the 
interstate commerce act under which the federal commission’s 
power may be invoked with respect to intrastate rates, but the 
policy of cooperation that has been adopted by the federal and 
state commissions has resulted in a more pacific attitude on 
the part of the latter than obtained in the days that followed 
in the wake of Ex Parte 74, the general rate advance Case of 
1920.—S. H. S. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New York will hold a golf outing at the 
Shackamazon Golf Club, Westfield, N. J., September 29. The 
Traffic Golf Association of Philadelphia will be the guest of the 
club. Numerous prizes will be awarded. A meeting will be 
held at the Waldorf-Astoria September 27. -The nominating 
committee will be elected and Edward R. Armstrong, president 
and general manager, Armstrong Seadrome Development Com- 
pany, of Wilmington, Del., will speak on “Commercial Ocean 
Transit by Airplane.” 











































There was an attendance of about 75 at a meeting of the 
Transportation Club of Decatur September 14. R. B. Kinkaid, 
assistant general freight agent, B. & O., spoke on “Rate Con- 
struction.” 





The Traffic Club of Atlanta will hold a golf tournament and 
barbecue at the West End Golf Club October 7. 





The York Traffic Club will attend in a body, as guest of 
the B. & O., the exhibit and pageant being conducted by that 
line at Baltimore, in celebration of its centenary of corporate 
existence, “Pennsylvania Day,’ September 27. Clyde Shelley, 
traffic manager, York Manufacturing Company, has been se- 
lected as delegate, and Bernard N. Gingerich, traffic manager, 
York Haven Paper Company, as alternate, to the meeting of 
the Associated Traffic Clubs of America at Richmond. 





The Traffic Club of New Orleans held its first “get-together” 
luncheon of the season at the Hotel Roosevelt September 19. 
There was an elaborate program of entertainment. A “stag” 
meeting will be held at the Paris Royal, Seabrook, October 1. 





The Oklahoma City Traffic Club held a meeting at the Skir- 
vin Hotel September 19. Entertainment was furnished by the 
O. G. & E. Girls. <A skit, entitled “Information,’ was presented 
by Miss Catherine Traub and Mrs. Bess Brooks. 





The Transportation Club of St. Paul held an “entertain- 
ment day” luncheon at the St. Paul Hotel September 20. 





The Traffic Club of Kansas City will hold its last golf tour- 
nament of the season at the Lakewood Golf and Country Club 
September 30. The Traffic Institute of Kansas City, sponsored 
by the traffic club, began its sixth year September 20, when 
those interested in the advanced class met at the Hotel Balti- 
more for the purpose of organizing and outlining the year’s 
courses. The elementary class held its first meeting September 
22. 





The Milwaukee Traffic Club will hold a business meeting 
and smoker at the Hotel Pfister October 3. The committee ap- 
pointed by President Kraseman to consider resolutions pertain- 
ing to the educational program of the Associated Traffic Clubs 
of America will make its report. A buffet luncheon will be 
served. 





The York Traffic Club will make the trip to Baltimore to 
the Baltimore & Ohio centennial celebration, September 27, 
with the “motor caravan” of the York Chamber of Commerce. 
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Ship by Water 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 10 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and ether information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


oh ak 


And at our Branch Offices at ports of call, etc. 


GULF PACIFIC LINE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile, New Orleans 
AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 


SWAYNE & HOYT, INC., Pacific Coast General Agents 
Main Office: 430 Sansome Street, San Francisco, Calif. 
SWAYNE & HOYT, INC., W. J. SMITH, General Agent 
208 South La Salle Street Chicago, Ill. 
SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 
320 Merchants Exchange B 


uilding 
THE STEELE STEAMSHIP LINE, INC., General Agents 
15 Moore Street New York, N. Y. 


St.Louis, Mo. 
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Speed on Orient 
Mails 


The fastest service wins the mail. This line 
is used to carry Government Mail to the 
Orient on account of the quick delivery. That 
same speed is available for your freight and 
express shipments, thereby saving interest on 
Capital. Win sales by service. Sailings every 
fourteen days from Seattle for Yokohama, 
Kobe, Shanghai, Hong Kong and Manila. 
Through Bills of Lading issued to other ports. 


T.J. Kehoe, General Eastern Agent, 32 Broadway, New York City 


W.G. Roche Inc., General Agt., R. W. Bruce, General Agent, 
Dime Bank Building, 110 South Dearborn St., 
Detroit, Mich. Chicago, Ill. 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore 


| Tacoma, Wash. Vancouver, B.C. and Victoria, B. C. 





TRANSMARINE LINES 


Intercoastal Service 


TO LOS ANGELES HARBOR, (Wilmington), 
SAN FRANCISCO AND OAKLAND 


From PORT NEWARK, N. J. (New York Harbor) 


GULF-INTERCOASTAL SERVICE 
TO LOS ANGELES HARBOR, (Wilmington), 
From From 
Mobile New Orleans 


SUTERMCO Oct. 1 
Oct. 15 
Oct. 29 


COASTWISE GULF SERVICE 
From Port Newark, N. J., to Houston, Texas 
Serving Texas and the Southwest 
Sy Cony TO every 10 days 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 5 Wascens u St New vow York City 
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Automobiles will assemble at ten o’clock, a. m., on Market St., 
from Queen to the square. 





The Traffic Club of St. Louis will meet at the Chamber of 
Commerce September 26. Lawrence McDaniel, the speaker, 
wiil have as his subject, “Today.” John T. Smith, assistant 
general freight agent, Nickel Plate, will provide an attendance 
prize. 

At the annual meeting of the Transportation Club of Des 
Moines at the Chamberlain Hotel September 19, the following 
officers were elected: President, J. B. Rayn, assistant general 
freight agent, Rock Island; vice-president, Jack J. Lynch, traffic 
manager, Herring Wissler Motor Company; secretary-treasurer, 
A. J. Johnson, local freight agent, C. B. & Q.; board of governors, 
E. M. Wentworth, district agent, Pennsylvania; J. H. Mahoney, 
local freight agent, C. & N. W.; T. J. Perrin, secretary-treasurer, 
Des Moines Asphalt Paving Company; and L. A. Howe, traffic 
manager, Wood Brothers Thresher Company. E. M. Wentworth 
and Phil Schorr, division freight agent, Wabash, will be the 
delegates to the meeting of the Associated Traffic Clubs of 
America at Richmond. 


Personal Notes 





Hugh White, since 1923 counsel of the Alabama public serv- 
ice commission, has been appointed president of the commission, 
succeeding A. G. Pafterson, who resigned to become a probate 
judge. 

The Roosevelt Steamship Company announces that Victor J. 
Freeze, traffic manager of the Shipping Board, has been appointed 
traffic manager of that company, effective October 1. J. J. Brod- 
erick, who recently resigned from the far east department of 
Furness, Withy and Company, will also be associated with the 
Roosevelt line. ie 

F. J. Mooney, formerly traffic manager of the Milwaukee Coke 
and Gas Company and the Newport Company, has taken charge 
of the traffic department of the Seaman Body Corporation, 
Milwaukee. 

James S. Harlan, a member of the Commission from 1906 
until 1918, died at his summer home near Essex, N. Y., September 
20, after an illness of considerable duration. Mr. Harlan was 
born at Evansville, Ind., November 24, 1861, the son of John M. 
Harlan, a distinguished soldier in the civil war and later an 
associate justice of the Supreme Court of the United States. He 
was graduated from Princeton in 1883, and after admission to 
the bar practiced law in Chicago. President McKinley appointed 
him attorney-general of Porto Rico in which office he served until 
1903. He lived in retirement after the expiration of his second 
term as commissioner, in 1918. 

T. I. McGrath has been appointed district freight and pas- 
senger agent, Union Pacific, at Tacoma. R. E. Drummy has been 
appointed general agent, at Santa Anna, Calif., succeeding C. S. 
Browne, transferred. S. C. Frost has been appointed general 
agent, at Santa Monica, Calif. The appointments are effective 
October 1. 

The Shipping Board has approved appointment of G. B. 
Moore, at present traffic manager for the Merchant Fleet Cor- 
poration for Europe, as traffic manager of the New York dis- 
trict of the corporation, effective October 1. Mr. Moore suc- 
ceeds E. J. Freeze, who has resigned. The vacancy created by 
the transfer of Mr. Moore will be filled by the transfer of 
W. A. Spencer, manager of the European and Mediterranean 
trades division of the traffic department, to the position of 
traffic manager for Europe. B. Y. Martin, assistant manager 
of the agreements and adjustments division, operation depart- 
ment, has been appointed agent for the Fleet Corporation at 
Shanghai, China. He succeeeds W. I. BHisler, who resigned 
July 19. 


ALLEGHENY ADVISORY BOARD 


The third regular meeting of the Allegheny Regional 
Advisory Board will be held at Clarksburg, W. Va., September 
27 and 28. The commodity committees will estimate prospective 
business in their individual lines and the demands that will be 
made on the carriers for equipment in the last quarter of the 
year. The railroad representatives will report on condition of 
equipment and developments on their respective lines. The 
committee appointed at the first meeting to formulate plans 
for the elimination of the practice of supplying cars containing 
refuse or debris, will make its report. Plans for entertaining 
the visiting board members have been made by the Clarksburg 
Chamber of Commerce. 


GREAT LAKES ADVISORY BOARD 


The nineteenth regular meeting of the Great Lakes Regional 
Advisory Board will be held at Detroit, September 28. F. E. 
Robson, general counsel, Michigan Central, will make the prin- 
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cipal address. General transportation conditions will be reported 
by W. J. McGarry, American Railway Association, Washington, 
and conditions local to the board by A. P. Stevens. Harry G. 
Taylor, manager, public relations section,’ American Railway 
Association, will be introduced to the meeting by the president, 
K. A. Moore. The commodity committees will estimate pro. 
spective business for the last quarter of the year in their 
individual lines and the railroads will report on condition of 
equipment and other matters. A dinner, under the auspices of 
Detroit organizations, will be held at the Hofel Statler in the 
evening. 


ESTIMATED WEIGHTS 


Editor The Traffic World: 


If there has been any discussion in recent years through the 
columns of your paper of the harassing question of estimated 
weights, it has escaped my attention. 

In the last two years the writer has devoted considerable 
time and thought to this question, and in the hope that you may 
find space for my remarks, I am herewith setting forth my con- 
a for constructive criticism on the part of my fellow 
readers. 


Under Docket No. 4631, submitted May 16, 1913, the Com- 
mission made a thorough investigation into the then prevalent 
irregularities and inaccuracies in the weighing methods of com- 
mon carriers throughout the country, and made extensive tests 
for accuracy of the various types of track scales then in use. 


Under these proceedings the Commission found a deplorable 
condition to exist, both as to methods of weighing and as to the 
accuracy of a large percentage of the track scales. 


Since that time the carriers have done a great deal toward 
bettering the situation and have expended considerable money 
in the installation of the most modern and approved types of 
track scales. Now, granting for sake of argument that every 
track scale in the United States were perfect and absolutely 
accurate, we still would have the errors occasioned by the 
human element to contend with. 


Because I do not concede for one moment that all track 
scales are at all times in good order and reasonably accurate 
and because of the necessary injection of the human element, | 
feel that carriers’ tariff rules in the matter of reweighing ship- 
ments should be modified to insure the maximum amount of 
protection to both shipper and carrier. 


Most of the carriers in the southeast publish a reweighing 
rule, which provides that only consignee may,. on depositing 
$2.25 with the destination agent, have a car reweighed, and if 
the reweigh develops a difference of more than one per cent 
either above or below the original weight, agent shall correct 
billing to basis of the reweigh and refund the $2.25 deposit to 
the consignee; but if the reweighing does not develop a differ- 
ence of more than one per cent above or below, charges shall 
be based on original weight and the $2.25 be retained by the 
agent to reimburse carrier for the cost of such reweighing. 


My position being to serve the lumber industry, my inter- 
est, of course, is in lumber primarily, and where is there a 
traffic manager who is not familiar with that time-worn phrase, 
“weighing was performed by a sworn weighmaster on scales in 
good order, claim declined?” 

By the terms of reweighing rules, generally published by 
carriers in the southeast, reweighing must be requested by con- 


signee, and it is right and proper that consignee should have , 


such privilege, where he buys material F. O. B. point of origin; 
but, in the case of lumber, a large percentage of the mills’ prod- 
uct is sold F. O. B. destination, and, consequently, on such ship- 
ments consignee is not concerned as to freight charges applied; 
inasmuch as same are deducted from shippers’ invoice, nor is 
the consignee in a position intelligently to question weights 
applied, for manifestly consignees maintain no system of weight 
checking of material from any particular mill, therefore the 
shipper is and should be the one to know about what the vari- 
ous items of his stock should weigh. 


It is my belief that a great deal of the unpleasantness and 
ill feeling that now exists and a large percentage of weight 
claims could be avoided if the consignor was permitted to insert 
in his bill of lading “If this car weighs in excess of ...... ’ 
reweigh.” 


In cases where such reweighing does not develop a differ- 
ence from original weight in excess of one per cent, the $2.25 
reweighing charge should be assessed against the shipment but 
be carried as an advance charge to be collected at destination 
along with the regular transportation charges. 

Feeling that this is and has been an irritating question for 
a number of years, I have gone to some length to bring out my 
point of view, and I sincerely hope that it will bring forth some 
constructive criticism on the part of other traffic men. 

H. O. Taylor, Asst. Traffic Manager, 
Florida Dense Long Leaf Pine Mfrs. 
Jacksonville, Fla., Sept. 16, 1927. 
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SPECIFY TRACTION 
ROUTING 


2 to 15 TIMES FASTER— 


At No Greater Cost 


Between 


Newark, Ohio and Zanesville, Ohio 


and 


5,000 Miles of Electric Railway Territory 
in OHIO-INDIANA-MICHIGAN 


Three Trains Daily From Columbus 
24 to 40 Hours 


London, Springfield, Dayton, Urbana, Bellefon- 
taine, Lima, Ft. Wayne, Richmond, Delaware, 
Marion, Bucyrus, Mansfield, Ashland, Massilon, 
Cleveland, Lancaster, Chillicothe, Circleville. 


40 to 60 Hours 


Akron, Canton, Wooster, Toledo, Cincinnati, 
Hamilton, Middletown, Xenia, Findlay, Fostoria, 
Fremont, Troy, Piqua, Detroit, Wyandotte. 


60 to 80 Hours 


Tiffin, Sandusky, Indianapolis, Crawfordsville, 
Connersville, Anderson, New Castle, Logans- 
port, Martinsville, Muncie, Seymour, Terre 
Haute, Lafayette, South Bend, Warsaw, Monroe, 
Battle Creek, Grand Rapids, Saginaw, Flint, 
Muskegon, Kalamazoo, Lansing, Louisville. 


Write for Free Copies of Shippers’ Guide and 
Large Map in Colors. 


Southern Ohio 


Public Service Company 
Llyle E. Bland, Director Public Relations 


Richards Building, 
“Ship by Traction”’ 


Zanesville, Ohio 
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WETZEL 


Drop Front Tariff Files 


are acknowledged to be standard equipment for 
filing and referring to freight and passenger tariffs 
by Traffic Managers and Chiefs of Tariff Bureaus. 
They are unequaled for efficiency, convenience and 
simplicity. 





These tariff files come in sections, as illustrated, 
which are designed, constructed and finished to 
harmonize with the best makes of office furniture. 
Additional sections can be added to meet your 
future requirements. 


Ti—Tep Section 




































T3—Tariff File Section with 16 3-inch Drep Frent Tariff Files 


T5—Sliding Shelf Sectien 








T4—Tariff File Section with 12 4-inch Drop Front Tariff Files 





T6—Twe Drawer Storage Sectien 





T71—Low Sanitary Base Section 
Write us for information 


P. A. Wetzel Company 


Manufacturers 


SPRINGFIELD, ILLINOIS 
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Digest of New Complaints 


2 
eo 


No. 19486, Sub. No. 1. The Edwards Mfg. Co. et al., Cincinnati, O., 
vs. Alabama Great Southern et al. 

Unreasonable ‘rates on straight and mixed carloads of_ sheet 
iron, iron and steel roofing and other articles of iron and steel 
from Cincinnati, O., and Cannonsburg, Pa., to Dallas, Tex. Asks 
for reasonable rates and reparation. d 
19822, sub. No. 1. The Inland Waterways Corporation, operating 
Mississippi-Warrior service and Warrior River Terminal Co. vs. 
Alabama Great Southern et al. 

Unjust, unreasonable and unduly prejudicial rates between New 
Orleans and/or Mobile, Ala., and Columbus, Ga., in contravention 
of section 500 of the transportation act by reason of refusal of 
defendants to establish joint rail and water rates between the 
points mentioned via Ensley and Birmingport, Ala. Asks for 
joint rates and reasonable divisions thereof. 

19941, Sub. No. Heywood-Wakefield Co., Boston, Mass., vs. 
Chicago and North Western. 

Unreasonable and unduly prejudicial rates on theater chairs 
from Chicago, Ill., to Madison, Janesville and Jefferson, Wis., also 
violative of the fourth section. Asks for reparation. 

. 19943, sub. No. 1. North American Cement Corporation, Albany, 
N. Y., vs. Aberdeen & Rockfish et al. 

Rates on lime and ground limestone from Berkeley and Mar- 
tinsburg, W. Va., to points in Virginia in violation of sections 1, 
2 and 3. Asks for just and reasonable rates. 

19969. Robert Gaylord, Inc., et al., St. Louis, Mo., vs. Chicago, 
Milwaukee and St. Paul et al. 

Unjust and unreasonable rate on wood pulp board from On- 
tonagon, Mich., to St. Louis. Asks for reparation. 

. 19972. Bethlehem Steel Co., Philadelphia, Pa., vs. Atlantic Coast 
Line et al. 

Unjust and unreasonable rates in disregard of the fourth section 
on sulphate of ammonia, from Johnstown, Pa., to destinations in 
— Carolina. Asks for just and reasonable rates and repara- 
tion. 

. 19973. State of North Dakota, doing business as State Mill and 
Elevator Association, Grand Forks, N. D., vs. Northern Pacific. 

Unjust, unreasonable and illegal charges on wheat products from 
Grand Forks to destinations in North Dakota via interstate routes 
and to points in Minnesota. Asks for just and reasonable rates 
and reparation. 

. 19974. Charles T. Abeles & Co., Little Rock, Ark., vs. Chicago, 
Rock Island and Pacific et al. 

Illegal rates on sash and doors from Little Rock to Chattanooga, 
Tenn. Asks for reparation. 

. 19975. The Evans Pipe Co. et al., Uhrichsville, O., and Buffalo, 
N. Y., vs. Baltimore & Ohio et al. 

Unjust, unreasonable, unjustly discriminatory and unduly prej- 
udicial rates on sewer pipe from Urichsville, O., to Williamsville, 
N. Y. Ask for just, reasonable and non-prejudicial rates and 
reparation. 

. 19976. Southern Wood Products Co., Blountstown, Fla., vs. Mari- 
anna & Blountstown et al. 

Unjust, unreasonable, unduly prejudicial rate, also in violation 
of the fourth section, on charcoal from Gaskins Siding, Fla., to 
Perth Amboy, N. J. Asks for just and reasonable rate and rep- 
aration. 

. 19977. R. E. Funsten Co. et al., St. Louis and other points vs. 
Santa Fe et al. 

Unjust and unreasonable rates on pecans in the shell, from 
points in Texas, Oklahoma, Louisiana and Mississippi to St. Louis 
and Chicago. Ask for just and reasonable rates and reparation. 

. 19978. Standard Plate Glass Co., Pittsburgh, Pa., vs. Baltimore 
& Ohio et al. 

Unjust and unreasonable rates on sand frum poimts in West 
Virginia and Maryland to Springdale and Butler, Pa. Asks for 
reasonable rates and reparation. 

. 19979. South Dakota State Highway Commission, Pierre, S. D., 
vs. Soo Line et al. 

Unjust and unreasonable rates on concrete pipe from Watertown, 
S. D., to points in South Dakota via interstate routes. Asks for 
reasonable rates and reparation. 

19980. Grovier Starr Produce Co., Hutchinson, Kans., vs. Missouri 
Pacific et al. 

Unjust and unreasonable rates, in violation of the fourth sec- 
tion, on onions from points in Washington to points in Kansas. 
Asks for reparation. 

. 19981. The Emerson Carey Fibre Products Co., Hutchinson, Kans., 
vs. Missouri Pacific et al. 

Unreasonable rates on strawboard in violation of the long-and- 
short haul part of the fourth section from Hutchinson, Kans., to 
Dallas, Tex. Asks for reparation. 

. 19982. T. M. Partridge Lumber Co., Minneapolis, Minn., vs. Minne- 
sota & International et al. 

Unreasonable and inapplicable rate on cedar fence posts from 
Big Falls, Minn., to Plainview, Neb. Asks for reparation. 

19983. Mountain Ice and Coal Co. et al., Pueblo, Colo., vs. Mis- 
souri Pacific et al. 

Unreasonable and otherwise unlawful rates on salt, from Lyons, 
Kans., to Pueblo, Colo. Asks for reparation. 
ey Auburn Automobile Co., Auburn, Ind., vs. Pennsylvania 
e q 

Rates on boxed automobiles from Auburn, Ind., to New Orleans, 
La., Gulfport, Miss., and Mobile, Ala., in violation of Section 1, 
2 and 3. Asks for just, reasonable and non-prejudicial rates and 
reparation. 

7 ven M. A. Joy et al., Terrell, Tex., vs. St. Louis-San Francisco 
et al. 

Rates on cotton as carried in Johanson’s I. C. C. 1706, 1869 and 
1917 and Fonda’s I. C. C. Nos. 135 and 166, in violation of sec- 
eee 1, 2, 3, 6, 15 and 15a. Asks for reparation estimated at $100,- 

. 19986. North American Cement Corporation, Albany, N. Y., vs. 
Aroostook Valley et al. 

Rates on cement from Security, Md., and Martinsburg, W. Va., 
to destinations in New England, in violation of sections 1, 2 and 
3. Asks for just, reasonable and non-discriminatory rates and 
reparation. 

. Bye 4 Northwestern Milling Co., Minneapolis, Minn., vs. Northern 

‘acific. 

Unreasonable rates on wheat between points in North Dakota, 
Minnesota and Wisconsin. Asks for just and reasonable rates and 
reparation. 


No. 19988. Meridian Traffic Bureau for Merchants Specialty Co., Me- 


ridian, Miss., vs. Gulf, Mobile & Northern et al. 
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Rates on salt from Week’s Island, La., to Meridian, Miss., in 
violation of sections 1, 2 and 3. Asks for reparation. 


. 19989. The Jewel Co., Inc., Pueblo, Colo., vs. Missouri Pacific et al, 


Unjust, unreasonable and otherwise unlawful rates on gasoline 
from Enid_and Covington, Okla., Arkansas City and Eldorado, 
Kan., to Eads, Ordway, and Brandon, Colo. Ask for just and 
reasonable rates and reparation. 


- 19990. Geo. Russell Reed Co., San Francisco, Calif., vs. Santa Fe 


et al. 

Unjust and unreasonable charges on old, worn out printing roller 
composition from San Francisco, Calif., to Aurora, Ill. Asks for 
reparation. 

19991. Blue Ridge Talc Co., Inc., Henry, Va., vs. Cincinnati, New 
Orleans & Texas Pacific et al. 

Rates on ground iron ore and dry mortar colors in less than 
carloads, from Henry, Va., to Lexington, Ky., that are unjust, 
unreasonable and unduly prejudicial. Asks for just and reasonable 
rates and reparation. 


. 19992. The Cincinnati Builders Supply Co. et al., Cincinnati, O., 


vs. Baltimore & Ohio et al. 

Unjust, unreasonable, unjustly discriminatory and unduly prej- 
udicial rates on bituminous coal from points in West Virginia and 
Kentucky to Cincinnati, O. Asks for just, reasonable, non-dis- 
criminatory and non-prejudicial rates and reparation. 


. 19993. The Straight Line Engine Co., Syracuse, N. Y., vs. Dela- 


ware, Lackawanna & Western et al. 

Rates on cast iron coke oven doors and coke oven frames be- 
tween points in Official and Southern Classification territories that 
are violative of sections 1, 2 and 3. Asks for new classification 
ratings and reparation. 


19994. George M. Brooks and Co. et al., Martin, Tenn., vs. IIli- 
nois Central et al. 

Unjust, unreasonable and comparatively unreasonable rates on 
live poultry, in carloads, from points in Illinois, Kentucky and 
Tennessee to New Orleans, La. Ask for reasonable rates and 
reparation. 


19995. Newport News Shipbuilding and Dry Dock Co., Newport 
News, Va., vs. Baltimore & Ohio et al. 

Unreasonable and unduly prejudicial rates on scrap iron from 
Newport News to points in Maryland, Delaware, Pennsylvania and 
New Jersey. Asks for reasonable rates. 


. 19996. Lehigh Portland Cement Co., Allentown, Pa., vs. Chesa- 


peake & Ohio et al. 


Illegal charges on Portland cement from Fordwick, Va., to 
Robbinsville, N. C. Asks for reparation. 


. 19997. Alberta Coal Sales Co. et al., Minot, N. D., vs. Canadian 


National Railways et al. 

Unreasonable rates on Canadian coal, from international bound- 
ary points to destinations in North Dakota and Minnesota. Asks 
for reasonable rates from the boundary points to the destination 
territory mentioned and reparation. 


- 19998. Lawson Rubber & Manufacturing Co. et al., Dallas, Tex., 


vs. Aberdeen and Rockfish et al. 

Unjust and unreasonable classification ratings on automobile tire 
accessories such as tire boots, flaps, reliners and patches from 
Dallas and Midlothian, Tex., to destinations throughout the United 
States. Asks for reasonable classification ratings. 


. 19999. Automatic Gravel Products Co. et al., Muscatine, Ia., vs. 


Burlington, Muscatine & Northern. 
Unreasonable and excessive switching charges on sand and 
gravel at Muscatine, Ia. Ask for reasonable charges. 


. 19999, Sub. No. 1. Automatic Gravel Products Co. et al., Muscatine, 


Ia., vs. Chicago, Rock Island & Pacific et al. 

Unreasonable and excessive switching charges on sand and 
gravel at Muscatine, Ia.; also alleged to be unduly prejudicial. 
Asks for just and reasonable switching charges. 

20000. E. W. Germanson, Eau Claire, Wis., vs. Chicago, Wilwau- 
kee & St. Paul et al. 

Unjust and unreasonable charges on a carload of coal from 
Jeffries, Ill., to Eau Claire. Asks for reparation. 

20001. Arthur Delapierre, Inc., New York, N. Y., vs. Alton and 
Southern et al. 

Unjust and unreasonable rates on wooden handles in the white 
and/or, finished, packed in boxes, crates, bags or bales, from Cam- 
den, Ark., to New York harbor points. Asks for reasonable rates 
and reparation. 

Louisiana Oil Refining Corporation, Shreveport, La., vs. 


* Angelina & Neches River et al. 


Unjust and unreasonable rates on petroleum products from its 
refining points in Louisiana to its distributing points in Texas. 
Asks for reasonable rates and reparation. 


. 20003. The Colorado and New Mexico Coal Operators’ Association, 


Denver, Colo., vs. Chicago, Burlington & Quincy et al. 

Excessive rates on coal from the Walsenburg district in Colo- 
rado to points in South Dakota and Iowa and unduly prejudicial 
in comparison with rates from the Kirby district in Wyoming. 
Asks for just, reasonable and lawful rates. 

20004. Texas Cement Plaster Co., Plasterco, Tex., vs. Kansas 


“City, Mexico & Orient et al. 


Unreasonable charge on car of plaster and cement from Plas- 
terco to Altus, Okla., returned from the last mentioned place on 
ama of improper loading. Asks for reasonable rate and repara- 

on. 

20005. Joseph W. Cottrell Lumber Co., Pittsburgh, Pa., vs. Balti- 
more & Ohio et al. 

Unreasonable and unduly prejudicial rates on oak lumber from 
Kingwood, W. Va., to Antram, Pa. Asks for reasonable rates and 
reparation. 

20006. Illinois Slag and Ballast Co., Chicago, Ill., vs. Chicago 
West Pullman & Southern et al. 

Unreasonable rates on crushed slag from South Chicago (Iron- 
dale), Ill., to points in the Chicago-Gary district, Indiana. Asks 
for reasonable rates and reparation. 

20007. Brotherhood of Sleeping Car Porters, New York City, N. 
Y., vs. The Pullman Company. 

Complaint as to practice of defendant in having its porters and 
maids solicit gratuities from passengers instead of paying wages, 
whereby the company is alleged to shift the burden of paying the 
residue necessary to give the porters and maids compensation 
enough to retain qualified labor in the service of the company, 
which practice results in the payment by passengers of sums for 
services rendered in excess of the price printed on the tickets 
of passengers; the charges being also unreasonable and unduly 
prejudicial. Asks for a cease and desist order. 

20008. Mueller-Keller Candy Co. et al., St. Joseph, Mo., vs. A. T. 


"& S. F. et al. 


Rates and charges in violation of sections 1 and 83 of the act, 
on shelled peanuts from southeastern producing points to St. 
Joseph, Mo., and Atchison, Kans. Asks that complaint be placed 
on supreme docket to await decision in No. 18726, Loose-Wiles 
Biscuit Co. vs. Frisco et al., rates for future and reparation. 
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No. 20009. Golden State Milk Products Co., San Francisco, Calif., vs. 
Northwestern Pacific et al. 

Rates in violation of first three sections of the act, on butter 
from Fernbridge, Calif., to Dallas, Tex. Asks reparation. 

No. 20010. City of Augusta, Ga., et al. vs, Atlantic Coast Line et al. 

Rates in violation of first three sections of the act, on coal from 
mines in southwestern Virginia to Augusta and Campania, Ga. 
Asks rates for the future and reparation. 

No. 20011. Marshall-Jackson Co., Lakeland, Fla., vs. Atlantic Coast 
Line. . 

Rates in violation of first four: sections of the act, on gravel 
from Montgomery, Ala., to Lakeland, Fla. Asks rates for future 
and reparation. 

No. 20012. The Evens & Howard Fire Brick Co., St. Louis, Mo., vs. 
Terminal Railroad Association of St. Louis. 

Illegal charges on fire brick from St. Louis to East St. Louis. 
Asks reparation. 

No. 20013. The C. H. Musselman Co., Biglerville, Pa., vs. Pennsylvania 
et al. 

Charges in violation of sections 1 and 3 of the act, on empty 
tin cans from Baltimore, Md., to Inwood, W. Va., Bigierville and 
Gardners, Pa. Asks charges and minimum weights for future and 
reparation. 

No. 20014, >” Coie Packing Corporation, Mobile, Ala., vs. 
L. & N. et al.- 

Rates in violation of sections 1 and 3 of the act, on empty tin 
cans from New Orleans, La., to Bayou La Batre, Ala. Asks rates 
for future and reparation. 

No. 20015. The Furnas Ice Cream Co., Columbus, O., vs. N. & W. 

Alleges defendant refuses to establish reasonable rate or render 
service desired by complainant with respect to shipment of ice 
cream from Columbus, O., to Keystone and Welsh, W. Va., and 
other points. Asks rates and service. 

No. 20016. Skelly Oil Co., Tulsa, Okla., vs. Santa Fe et al. 

Unreasonable rates and charges on wrought iron pipe, knocked 
down steel tanks and oil well supplies from points in Oklahoma 
to Artesia, N. M. Asks rates for future and reparation. 

No. 20017. American Lead Pencil Co. et al., New York, N. Y., vs. 
A. C. L. et al. 

Unreasonable rates on wooden cedar pencil boards or slats from 
points in Alabama and Tennessee to points in Georgia, Virginia, 
Pennsylvania, New Jersey and New York. Asks rates for future 
and reparation. 

No. 20018. Skelly Oil Co., Tulsa, Okla., vs. Santa Fe et al. 

Unreasonable rates on wrought iron pipe, oil well supplies and 
other commodities from points in Oklahoma and Kansas to points 
in Texas. Asks rates for future and reparation. 

No. 20019. Allendale Grocery Co., Allendale, S. C., vs. Charleston & 
Western Carolina et al. 

Rates and charges in violation of sections 1, 3 and 4 of the act, 
on grain, grain products, grain by-products, hay, feed, flour, 
grits and cottonseed meal from Ohio and Mississippi River cross- 
ings and points basing thereon, Virginia Cities and points basing 
thereon, and southeastern and Mississippi Valley points to Allen- 
dale, S. C. Asks rates for future and reparation. 

No. 20020. Hardee and Glaspie, Pleasant Hill, La., vs. Texas & Pa- 
cific. 

Unreasonable rates or charges on oil engine, k. d., from Mes- 
quite, Tex., to Pleasant Hill, La. Asks reparation. 

No. 20021. The Cudahy Packing Co., Chicago, Ill., vs. Santa Fe et al. 

Charges in violation of sections 1, 3, 4 and 6 of the act, and 
in violation of California public utilities act, on live stock from 

oints in Arizona, California, Utah, Colorado, Nevada, Montana, 

yoming, Idaho, Oregon and New Mexico to Los Angeles, Calif. 
Asks rates for future and reparation. 


SOUTHWESTERN CASES REOPENED 


The Commission has reopened No. 13535, Consolidated South- 
western and related cases, including I. and S. 2097 and 2271, 
on petition of the Memphis Freight Bureau, dated August 16, 
in so far as they relate to riveted pipe steel or wrought iron 
in straight or mixed carloads, named in the commodity descrip- 
tion 24 of Appendix 10. It has denied the petitions of the 
Arkansas Railroad Commission and certain Arkansas interests 
and the Memphis Freight Bureau, dated July 15 and August 
31, respectvely, for a more extended reopening. 

The Commission amended its order in the Consolidated 
Southwestern cases so as to postpone the effective date of the 
order from December 5, 1927, to February 3, 1928, with notice 
by not less than 45 days’ filing and posting, instead of 60 days, 
as provided in the original order. Southwestern lines had asked 
the Commission to postpone the effective date for 90 days from 
and after December 5. 


LOCOMOTIVE CAB CASE 


The Commission has assigned No. 19299, The Railroad Com- 
mission of Wisconsin vs. Aberdeen & Rockfish et al., for further 
hearing before Special Examiner Rogers, October 10, at De- 
troit, Mich., October 19 at Bismarck, N. D., October 31 at 
Portland, Ore., and November 10 at Denver, Colo. It said com- 
plainants and interveners had signified their intention to in- 
troduce evidence at Bismarck covering the states of North 
Dakota, South Dakota, and Montana; at Portland covering the 
states of Idaho, Washington, Oregon, California, and Nevada; 
and at Denver, the states of Colorado, Nebraska, Wyoming, 
Utah and Kansas. 


REICING CHARGES 


At the hearing in Chicago September 23 before Examiner 
Howell in I. and S. 2977, charges for re-icing perishable freight 
when stopped in transit for partial unloading, J. J. Quinn, repre- 
senting the National Perishable Freight Committee, said that, 
since the order of suspension, a committee of the carriers had 
met with representatives of packer interests, on whose protest 
the order was issued, and an agreement had been reached. He 
said the dispute was essentially over the wording of the fifth 
item under “exceptions” to paragraph A, rule 406, in the sus- 
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pended supplement to Perishable Freight Tariff No. 3, which 
says that cars stopped in transit for partial unloading shall not 
be examined daily or re-iced. The agreement reached elimi. 
nated the objectionable item 5 and added a paragraph B, ag 
follows: “Carriers will not re-ice cars at stations to which 
cars are billed for stop-off for partial unloading except when 
such stations are icing stations and when shipper, owner, or 
consignee instructs re-icing.” 

Mr. Quinn said the carriers would petition the Commission 
for sixth section permission to file a new tariff containing the 
provision agreed to on one-day notice. 


EXTENSION OF LINE AUTHORIZED 


The Lake Erie & Fort Wayne, a short line at Fort Wayne, 
Ind., has been authorized to build an extension of its 3.5 mile 
line so as to connect with the Wabash, a trunk line with which 
it has not now direct connection. The extension will be about 
5,700 feet long and is estimated to cost $25,000. The Commis. 
sion has also authorized an issue of $26,250 of new common 
capital stock to cover the expense of the construction. The 
company owns forty acres of land, suitable for the construction 
of industries, which the extension will help open up. New 
— on that land are expected to make the extension profit- 
able. 


C. N. S. & M. FARES 


That existing intrastate fares on the Chicago, North Shore 
& Milwaukee, an electrified road operating between Chicago 
and Milwaukee, are unduly prejudicial of interstate traffic and 
the need of additional revenue were given as reasons for pro- 
posed increases of the intrastate rates from a basic level of 
3 cents a mile to 3.6 cents at the hearing in docket 19920, in 
the matter of interstate fares of the C. N. S. & M., within the 
states of Illinois and Wisconsin, held at Chicago, before Exam- 
iner Hoy, September 21. Testimony was introduced to the effect 
that intrastate passengers rode on all the interstate trains and 
that interstate passengers defeated the interstate rates by pay- 
ing fares in combinations of the intrastate rates. It was 
pointed out that the same service and the same trains were 
available at the two rates and that the consequence was em- 
barrassment for the carrier and destruction of public good will 
in any effort it made to obtain the charges it was entitled to. 

Charles E. Thompson, vice-president, C. N. S. & M., and 
L. E. Butler, assistant to the vice-president, testified. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on September 1 totaled 141, 
038, or 6.2 per cent of the number on line, according to reports 
filed by the carriers with the car service division of the Ameri- 
can Railway Association. 

This was a decrease of 7,308 cars under the number reported 
on August 15, at which time there were 148,346, or 6.5 per cent. 
It also was a decrease of 20,358 cars compared with the same 
date last year. 

Freight cars in need of heavy repair on September 1 totaled 
101,826, or 4.5 per cent, a decrease of 2,683 compared with August 
15, while freight cars in need of light repair totaled 39,212, or 
1.7 per cent, a decrease of 4,625 compared with, August 15. 

Fewer locomotives were in need of repair on the Class I 
railroads of the United States on September 1 than at any 
time since the preparation of -these statistics began in 1920, 
according to the car service division of the American Railway 
Association. The total number of locomotives in need of repair 
on that day, according to reports filed by the carriers, was 8,502 
or 13.9 per cent of the number on line. This was a decrease 
of 33 locomotives under the best previous record established 
on August 1, this year, at which time there were 8,535 or 14 
per cent. The number of locomotives in need of repair on 
September 1 was a decrease of 572 compared with the number 
of such locomotives on August 15, at which time there were 
9,074 or 14,9 per cent. 

Locomotives in need of classified repairs on September 1 
amounted to 4,592 or 7.5 per cent, a decrease of 284, compared 
with August 15, while 3,910 locomotives or 6.4 per cent were in 
need of running repairs which was a decrease of 288 compared 
with the number in need of such repairs on August 15. Class I 
railroads on September 1 had 6,251 serviceable locomotives in 
storage compared with 6,451 on August 15. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Sep- 
tember 1-7, inclusive, was 175,704, and the average daily short- 
age was 510 cars, made up of 401 gondola and 109 hopper cars, 
according to the car service division of the American Railway 
Association. The surplus was made up as follows: 

Box, 85,736; ventilated box, 196; auto and furniture, 10,275; total 
box, 96,207; flat, 5,000; gondola, 26,060; hopper, 18,686; total coal, 44,746; 
coke, 653; D. stock, 14,623; D. D. stock, 1,949; refrigerator, 11,455; 
tank, 284; miscellaneous, 787; total, 175,704. 

Canadian roads reported a surplus of 23,800 box, 350 auto 
and furniture, 300 S. D. stock, 1,280 refrigerator and 400 mis- 
cellaneous cars. 
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Docket of the Commission 


NOTE—items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


September 26—Ft. Smith, Asm —Examiner Maidens: 
1. & S. 2947—Potatoes, Cc. from Montana points on >. Nor. a 
Nor. Pac. Rys. to Sete in Transcontinental Groups D and E 
ae gy yw 26—Wichita, Kan.—Examiner Brown: 
2968—Restriction in routing traffic from defined territories 
for export to Mexico via the Fort Worth & Denver City Ry. 

September 26—Washington, D. C.—Examiner Mecomber: 

Valuation No. 1 In re tentative valuation of the property of the 
Union Transportation Co. 

es aye ty 26—Des Moines, Ia.—Examiner Johnson: 

& S. 2946 and 2nd sup. order—lIron and steel articles from Up 
"Bast Bank cries River Crossings to Des Moines, Fort Dodg 
and Perry, Ia. 

September 26—Birmingham, Ala.—Examiner aeanes: 

9767—L. A. Jones, Inc., vs. A. B. & C. R. R. 
Soptomnber 26—Chicago, Il .—Examiner Howell: 
9390—Allied Packers, Inc., et al. vs. A. T. & S. F. 
19452—Agar Packing & Provision Co. et al. vs. A. C. 
19596—St. Louis Independent Packing Co. vs. B. & 
19425—Swift & Co. et al. vs. A. C. & Y. Ry. et al. 
19469—-Swift & Co. et al. vs. A. C. & Y. Ry. et al. 
19515 (and Sub. 1)—Cudahy Brothers Co. vs. C. & N. W. ~~, et ai. 
19598—Lake Erie Provision Co. et al. vs. N. Y. C. R. R. et al. 
19768—Armour & Co. “(Ill.) et al. vs. A. C. & Y. Ry. et al. 

* 19296—Brennan Packing Co. vs. B. & O. R. R. et al. 

September 26—Washington, D. C.—Assistant Director Burnside: 

Inance No. 6229—In the matter of application of Pitsbturgh & West 
Virginia Ry. for authority to construct an extension of its line of 
railroad from Cochran’s Mill to Connellsville, Pa. 

September 26—Minneapolis, Minn.—Examiner Brennan: 
9702—Minneapolis, Anoka and Cuyuna Range Ry., Edward P. 
Burch, receiver, vs. A. T. & S. F. Ry. et al. 

September 26—Ft. Worth, Tex.—Examiner Walsh: 

9212 (and Sub. 1)—Oklahoma Wheat Growers’ Assn. et al. vs. A. & 
S. Ry. et al. 

September 27—Portland, Ore.—Director Bartel and Examiner Rice: 
7801 (and consolidated cases)—Rules for car-hire settlement. 

September 27—Washington, D. C.—Examiner Hendon: 
aluation No. 1025—In re ers valuation of the property of the 
Gilmore & Pittsburgh R. R., 

September 27—Minneapolis, Minn. yo Brennan: 
7876—In the Matter of the Application of the Northern Pacific Ry. 
and Minneapolis, St. Paul & Sault Ste. Marie Ry., for authority 
to rong ogy ©. joint passenger train service between Duluth, Su- 
perior, St. Paul and Minneapolis and to divide the earnings there- 
from ‘(further hearing). 


Sopeeper 27—Aberdeen, S. D.—Board of Railroad Commissioners of 


Finance No. 6424—Application of Mound City and Eastern Ry. for 
authority to construct a line of railroad from Mound City to 
Leola, S. D. 

September 27—Argument at Washington, D. C.: 
eS oe Cove-Woodlake Growers’ and Shippers’ Assn. vs. A. 

& S. F. Ry. et al. 

17840 “Benacr & Aroostook R. R. vs. Amer. Ry. Assn. et al. 

a ry 28—Des Moines, Ia.—Examiner Johnson: 

$. 2963—Proportional rates on grain from Des Moines, Ia., to 
“points in Texas. 
Sqptene 7 28—Spokane, Wash.—Commissioner Aitchison: 
2932—Transit on logs and lumber from northwestern points 
to eastern destinations, transcontinental. 

September 28—Little Rock, Ark.—Arkansas Railroad Commission: 
Finance No. 6401—A pplication of Thornton & Alexandria Ry. for 
uthority to abandon a line of railroad in Calhoun County, Ark. 

September 28—Washington, D. C.—Examiner Walton: 

Valuation No. 1030—In re — valuation of the property of the 
Wharton & Northern R. 

Septemier 28—Ft. Worth, oon —Examiner Walsh: 

. & S. 2961—Hay between points in Texas, and between points in 
* Texas and points in Arkansas and Louisiana. 
Speier 29—Argument at Washington, D. C.: 
taonee No. 6240—In the matter of application of C. M. & St. P. 
R. for authority to acquire and operate the lines of railroad 


of nee, Milwaukee & St. Paul Ry. and to issue stocks and 
onds 


September 29—Washington, D. C.—Examiner Weems: 

9799—Middle Creek Coal Co. et al. vs. B. & O. R. R. et al. 
September 29—Florence, Ala.—Examiner McChord: 

<< er Shoals Traffic Bureau for King Co. vs. A. T. & S. 


al. 
10774 hiueeie Shoals Traffic Bureau for Harlan-Payne Lumber Co. 
vs. Nor. Ala. Ry. et al. 
September 30—Kansas City, Mo.—Examiner Brown: 
I. _e - a coal from Illinois Mines to Kansas and Missouri 
n 
Se eamer 30—Washington, D. C.—Examiner Schutrumpf: 
Imance No. 6498—Joint Application of the Canadian Pacific Ry. and 
Maine Central R. R. for authority to acquire control by lease and 
sublease of a portion of the railroad of the St. Johnsburg & Lake 
Champlain R. R. Co. 
September 30—Duluth, Minn.—Examiner Brennan: 
pher State *Canneries, Inc., vs. A. T. & S. F. Ry. et al. 


ae, 30—San Francisco, Calif. ~_Director Bartel and Examiner 


17801 (and consolidated cases)—Rules for car-hire settlement. 
October 1—Washington, D. C.—Examiner Faris: 
i Dkt. No. 1031—In re tentative valuation of the property of the 


Air Line Ry. et al 
Val. Dkt. No. 607—In re Savannah & Statesboro Ry. Co. 


Val. Dkt. No. 649—In re Charlotte, Monroe & Columbile R. R. Co. 


Val. Dkt. No. 681—In re Tampa Northern R. R. Co. 
Val. Dkt. No. 687—In re Tampa & Gulf Coast R. R. Co. 
Vak Dkt. No. 1015—In re Raleigh and Charleston R. R. Co. 
Val. Dkt. No. 1016—In re Tampa Union Station Company. 
Val. Dkt. No. 1024—In re Athens Terminal Company. 
Val. Dkt. No. 1011—In re Florida Central and Guif Railway. 
Val. Dkt. No. 10832—In re Chesterfield and Lancaster R. R. Co. 
Val. Dkt. No. 1033—In re East and West Coast Railway. 
Val. Dkt. No. 1089—In re Macon, Dublin & Savannah R. R. Co. 
Val. Dkt. No. 1086—In re Charlotte Harbor & Northern Ry. Co. 
Val. Dkt. No. 1043—In re Tavares and Gulf R. R. Co. 
October 1—Sioux Falls, S. D.—Examiner Johnson: 
19150—All Metal Snow Fence Co. et al. vs. A. & W. Ry. et al. 
October 3—Washington, D. C.—Examiner Faris: 
Valuation No. 960—In re tentative valuation of the property of the 
Denver & Rio Grande R. R. et al. 


October 3—Washington, D. C.—Examiner Hays: 
Valuation No. 1023—In re tentative valuation of the property of the 
Washington Terminal Co. 
October 3—Washington, D. C.—Examiner Potter: 
Valuation No. 1028—In re tentative valuation of the property of the 
Sandy Valley & Elkhorn Ry. 
October 3—Washington, D. C.—Examiner Johnston: 
Valuation No. 1035—in Te tentative ee ogy of the properties of 
the St. Louis, Troy & Eastern R. R. Co. 
October 3—Ft. Worth, Tex.—Examiners Mones and Esch: 
17000—Rate Structure Investigation, Part y and Hach: | it prod- 
ye and related articles. 
i. 2820—Vegetable Oils and related articles in Official Classi- 
Station territory. 
|. & S. 2759—Cottonseed and related vegetable products from South- 
western territory to Central,, Eastern and Southern territories. 
1. & S. 2884—Vegetable Oils and Oil Foods from Texas to Ft. Wayne, 
Ind., and Buffalo, N. Y. 
1. & Ss. 2926—Vegetable Oils in Official Classification territory. 
14594—-American Linseed Co. vs. B. R. & P. Ry. i. 
14683—Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 
15425—International Vegetable Oils Co. et al. vs. & R. R. R. et al. 
lw a ye > ol Nos. 1 to 3, incl.)—Armstrong SF Co. vs. A. 
. Ry. e 
ee Assn. of Chicago Heights vs. B. & O. R. R. 


17270 ¢ "(and a 1)—American Linseed Co. et al. vs. N. Y. S. & W. 
. R. et al. 

17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y. Ry. 


et al. 
ber yaaa Cotton Seed Crushers’ Assn. et al. vs. A. & R. R. R. 
et a 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & q. n.. B ae 
18841—Alabama Cotton Seed Crushers’ Assn. vs. L. > ae 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. R. R. et al. 
19069—Arkansas Cotton Seed Crushers’ Assn. vs. C. R. I. & P. Ry. 


et al. 
19088—The Blanton Co, vs. A. & V. Ry. et *. 
19141—The Refuge Cotton Oil Co. et al. vs. A. & V.  ¥ et al. 
19162—The Southern Cotton Oil Co. vs. I. ¢ "R. R. et al. 
19165—The Procter and Gamble Mfg. Co. vs. A. & B. *B. R. R. et al. 
19169 (and Sub. 1)—California-Arizona Ginners’ and Crushers 
Assn. et al. vs. Apache Ry. et al. 
her: >” weanamans Cotton Seed Products Corp. et al. vs. A. & V. Ry. 


19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 

19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 
19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 
19307—National Cotton Seed Products Corp. vs. A. & N. W. R. R. 


. et al. 

19325—The Southern Cotton Oil Co. vs. A. & ~ R. 

19336—Portsmouth Cotton Oil Re Co. vs. D. 

19533—East St. Louis Cotton Oil Co. 

19551 (and Sub. 1)—Rome Soap Mfg. Co. vs. C. I. 4 W. R. R. et al. 

19642—Elberton Oil Mills vs. Virginia & Car. Sou. R. R. et al. 

19838—Frederick Cotton Oil Co. et al. vs. M.-K.-T. R. R. et al. 

October 3—Virginia, Minn.—Examiner Brennan: 

19501—John Arko et al. vs. A. T. & S. F. Ry. et al. 

October 3—Dallas, Tex.—Examiner Walsh: 

19708—Armstrong Packing Co. vs. A. & % 7, et 

19674—Dallas County, Tex., et al. vs. G. & S. F Ry. et al. 

October 3—Chattanooga, Tenn.—Examiner hcCherd. 

19748—Ross Meehan Foundries vs. C. B. & Q. R. R. et al. 

1. & S. 2911—Ground Iron Ore and Mortar Colors, carloads, from 
Birmingham, Ala., Chattanooga, Tenn., and Knoxville, Tenn., to 
Southern points and O. & M. River Crossings. 

October 4—Washington, D. C.—Examiner Molster: 

* Finance No. 6514—Application of Naples, Seaboard & Gulf Ry. for 
authority to issue securities. 

* Finance No. 6515—Application of Seaboard Air Line Ry. for authority 
te acquire control of the Naples, Seaboard & Gulf Ry. by purchase 
of capital stock. 

October 4—Washington, D. C.—Examiner Glover: 

* Fourth Section Application No. 13182, filed by Seaboard Air Line Ry. 

* Fourth Section Application No. 13185, "filed by Seaboard Air Line Ry. 

aye 4—Chattanooga, Tenn.—Examiner McChord: 

1. & 2 4 , cae from Spocari, Ala., to points on the G. M. & 


October 4—Washington, D. C.—Examiner Corbitt: 
Valuation No. 1084—In re tentative valuation of the property of the 
Long Fork Ry. 
October 4—Dallas, Tex.—Examiner Walsh: 
bee (and Sub. 1)—Magnolia Petroleum Co. vs. A. T. & S. F. Ry. 
e 
October 6—Houston, Tex.—Director Bartel and Examiner Rice: 
17801 (and consolidated cases)—Rules for car-hire settlement. 
October 5—Knoxville, Tenn.—Examiner McChord: 
19146—Knoxville |e t Bureau et al. vs. Sou. Ry. e 
° 


Portions Fourth Section Applicationa No. 1563, 1572 
1837, 3065, 2045, 1952, 1861 and 1548. , , “tare, 1470, 1747, 


, 


R. et al. 
& W. R. R. et al. 
vs. Sou. Pac. Co. et al. 
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October 6—Argument at Washington, D. C.: 

* Finance No. 6230—Application Muscle Shoals, Birmingham and Pens- 
acola R. R. for authority to acquire certain tracks. 

* Finance No. 6231—Application Muscle Shoals, Birmingham and Pens- 
acola R. R. for authority to acquire certain tracks. 


October 6—Washington, D. C.—Examiner Brinkley: 
Valuation No. 1046—In re tentative valuation of the property of 
the Chicago & Western Indiana R. R. ® 
October 6—Washington, D. C.—Examiner O’Neill: 
Valuation No. 1055—In re tentative valuation of the property of the 
Philadelphia, Bethlehem & New England R. R. 


October 6—Columbus, Ga.—Examiner Fuller: 
19822—Columbus (Ga.) Chamber of Commerce vs. Inland Waterways 
Ps, oS" he Miss.-Warrior Service and Warrior River Term- 
nal Co. et al. 


October 6—Argument at Washington, D. C.: 
1. and S. No. 2855—Cotton from Gulf, Mobile and Northern stations 
to New Orleans, La. 
—e Orleans Joint Traffic Bureau et al. vs. G. M. & N. R. R. 
et al. 
1. and S. No. 2907—Granite, stone and marble, carloads, in New 
England territory. 
18635—In the matter of the application of the Great Northern Ry. 
for an order requiring the Northern Pacific Ry. to grant the Great 
ee Ry. the use of certain terminal facilities at Seattle, 
ash. 
October 7—Washington, D. C.—Examiner Molster: 
Finance No. 6359—Application of St. Louis, San Francisco & Texas 
Ry. for authority to acquire and operate the properties of Paris 
& Great Northern R. R., to assume certain obligations, and to 
issue capital stock. 


October 7—Washington, D. C.—Examiner Way: 
Valuation No. 1045—In re tentative valuation of the properties of 
the Belt Ry. of Chicago and Chicago, Peoria and Western R. R. 


October 7—Argument gat Washington, D: C.: 
Il. and S. No. rushed stone from Kansas City, Mo., to points 
in Kansas on C. R. I. & P. Ry. 
18908—Clay County Crushed Rock Co. et al. vs. Santa Fe et al. 
19002—Thomson Brothers Rock Co. et al. vs. Santa Fe et al. 
1. & S. No. 2761—Bananas from Gulf Ports to points in southern ter- 
ritory and to Ohio River Crossings. 
October 8—Popular Bluffs, Mo.—Examiner Walsh: 
19482—East St. Louis Cotton Oil Co. et al. vs. B. & O. R. R. et al. 
October 8—New Orleans, La.—Director Bartel and Examiner Rice: 
17801 (and consolidated cases)—Rules for car-hire settlement. 


October 8—Atlanta, Ga.—Examiner Fuller: 
19658—George C. Speir & Co., Inc., vs. V. S. & P. Ry. et al. 
19310 (and Sub. Nos. 1 to 8, incl.)—W. D. Hall vs. A. C. L. R. R. 


et al. 
19493—-George C. Speir & Co., Inc., vs. M. & O. R. R. et al. 
19618 (and Sub. 1)—Malone & McMillen, Inc., vs. S. A. L. Ry. 
19757—George C. Speir & Co., Inc., vs. S. A. L. Ry. et al. 


October 10—Washington, D. C.—Examiner Weems: 
1. & S. 2973 and first sup. order—Rules for body-icing vegetables 
from Southeastern territory. 


October 10—Washington, D. C.—Examiner Hendon: 
Valuation No. 1053—In re tentative valuation of the property of the 
Minnesota Transfer Ry. 
October 10—Detroit, Mich.—Special Examiner Rogers: 
* 19299—Railroad Commission of Wisconsin vs. A. & R. R. R. et al. 
(further hearing). 
October 10—Washington, D. C.—Examiner Walter: 
Valuation No. 976—In re tentative valuation of the property of 
the Alabama, Tennessee & Northern Ry. 


October 10—Atlanta, Ga.—Examiner Fuller: 
l. & S. 2938—Rules governing weighing and reweighing of loaded 
and empty cars and tolerance allowance in the southeast. 


October 11—San Francisco, Calif.—Special Examiner Aitchison: 
* |, & S. 2971—Borate from Amargo, Calif., to Texas Gulf ports, for 
export. 


October 11—Atlanta, Ga.—Director Bartel and Examiner Rice: 
17801 (and consolidated cases)—Rules for car-hire settlement. 


October 12—Washington, D. C.—Examiner Walton: 
Valuation No. 1044—In re tentative valuation of the properties of 
the Arkansas & Memphis Ry. Bridge & Terminal Co. 


October 12—Argument at Washington, D. C.: 
bs oe Slaughterers’ Traffic Assn. et al. vs. N. Y. C. 
. ~ CF Bl. 
—— es Sub. Nos. 1, 2 and 3)—Swift & Company et al vs. Santa 
e et al. 
17411 (and Sub. Nos. 1, 2 and 3)—Kennett Murray Livestock Buying 
Organization et al. vs. A. C. & Y. Ry. et al. 


October 13—Argument at Washington, D. C.: 
18183—Rates on Bituminous Coal from points in Illinois to Past St. 
Louis, Ill., switching district. 
17994 (and Sub. No. 1)—Perry Coal Company et al. vs. Alton & 
Southern et al. 
18268—St. Louis Chamber of Commerce vs. Alton & Southern et al. 


October 14—Argument at Washington, D. C.: 
16323 (and Sub. Nos. 1, 2 and 3)—Scott County Milling Company 
et al. vs. Butler County R. R. et al. 
16721—Central Railroad Company of New Jersey vs. New York, 
New Haven & Hartford R. R. et al. 


October 15—Argument at Washington, D. C.: 
9200—Railway Mail Pay (In re New England Lines). 
Oétober 15—Washington, D. C.—Examiners Marchand and Brinkley: 
Val. Dkt. No. 1008—In re tentative valuation of the property of the 
Southern Pacific Co. et al. 
Val. Dkt. No. In re Arizona Eastern R. R. et al. 
Val. Dkt. No. 300—In re Arizona & New Mexico Ry. 
Val. Dkt. No. 848—In re El Paso & Southwestern R. R. et al. 
Val. Dkt. No. 850—In re El Paso & Southwestern R. R. of Texas. 
Val. Dkt. No. 852—In re El Paso & Northeastern R. R. ; 
Val. Dkt. No. 865—In re El Paso & Southwestern Co. et al. 
Val. Dkt. No. 905—In re Nevada-California-Oregon Ry. 
Val. Dkt. No. 931—In re Northwestern Pacific R. R. et al. 
Val. Dkt. No. 205—In re Holton Interurban Ry. Co. 
October 17—Los Angeles, Calif.—Examiners Stiles & Parker: 
* 47000—Rate Structure Investigation, Part 9—Live Stock-Western 
District Rates. 
* 14190—American National Live Stock Assn. et al. vs. A. T. & S. F. 


Ry. et al. 
* 15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
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23 ee National Live Stock Assn. et al. vs. A. T. & S. F, 
y. et al. 
* 16113—Oklahoma City Live Stock Exchange et al. vs. A. T. & §, 
y. By. oe al. 
* 16131—Healy & Co. vs. A. T. & S. F. Ry. et al. 
* 19042 (and Sub. 1)—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
* 19068—Northwestern Live Stock Shippers Traffic League vs. Gt. 
Nor. Ry. et al. 
* 19736—Cudahy Packing Co. vs. O. S. L. R. R. et al. 
* 19785—Associated Meat Co. et al. vs. T. & P. Ry. et al. 
* 19961—Byron S. Jobe vs. Sou. Pac. Co. et al. 


1. & S. 2917—Live Stock from Western points to Chicago-Milwau- 
kee Territory. 
% . S. 2958—Stock Cattle from Wichita, Kans., to Kansas City, 
ns. 
* 1. & S. 2965—Cancellation of Rate and Restriction of Combination 
Rule on Stock Cattle. 


October 17—Washington, D. C.—Examiner Corbitt: 
* Valuation No. 1065—In re tentative valuation of the property of the 
Terminal R. R. Association of St. Louis et al. 
October 17—Chicago, Ill.—Examiner Fuller: 
19557 (and Sub. 1)—Chicago Gravel Co. vs. Indiana Harbor Belt 
R. R. et al. 
October 17—Washington, D. C.—Examiner Corbitt: 
Valuation No. 1042—In re tentative valuation of the property of the 
St. Louis Transfer Ry. 
Valuation No. 1037—In re tentative valuation of the property of the 
East St. Louis Connecting Ry. 
Valuation No. 1057—In re tentative valuation of the property of St. 
Louis Merchants’ Bridge Terminal Ry. et al. 
October 17—Argument at Washington, D. C.: 
13110—The Minneapolis & St. Louis Railroad Co. vs. Peoria & Pekin 
Union Railway Co. 
8819—West Coast Lumbermen’s Association et al. vs. B. & A. R. R., 
Director General et al. 
15044—Pacific Mutual Door Co. vs. Ann Arbor R. R. et al. 


October 18—Washington, D. C.—Examiner Weems: 
19561 (and Sub. 1)—American Hawaiian §S. S. Co. et al. vs. Erie 
R. R. et al. 
October 18—Washington, D. C.—Examiner, Johnston: 
Valuation No. 1040—In re tentative valuation of the property of the 
d Manufacturers’ Jct. Ry. 
October 18—Argument at Washington, D. C.: 
18357—-Nassau Lumber Company et al. vs. Long Island R. R. 
11889—Port. Arthur Chamber of Commerce and Shipping vs. Texar- 
kana & Ft. Smith Ry. et al. 
1. & S. 1304—Interchange switching of lumber and timber at Port 


Arthur, Tex. 
ee Petroleum Refiners’ Association vs. St. L.-S. F. Ry. 
et al. 
ee ae Petroleum Association vs. Aberdeen & Rockfish R. 
. et al. 


October 19—Bismarck, N. D.—Special Examiner Rogers: 
* 19299—Railroad Commission of Wisconsin vs. A. & R. R. R. et al. 
(further hearing). 


October 19—Argument at Washington, D. C.: 
bs eg é Barker Produce Company et al vs. Arizona Eastern 
» ae Ot al. ; 
18811 (and Sub. No. 1)—Texas Pacific Coal and Oil Compan bs ae 
T. & S. F. Ry. et al. oe 
18991—Flynn, Welch and Yates vs. A. T. & S. F. Ry. et al. 
19032—The Jewel Company, Inc., vs. A. T. & S. F. Ry. et al. 
ee a ae D. C.—Examiner Hays: 
aluation No. n re tentative valuation of the pro th 
East St. Louis Jct. R. R. a = 
October 20—Argument at Washington, D. C.: 
ee & New Mexico Coal Operators’ Assn. vs. Santa Fe 
18677—Illinois Supply Company vs. Southern Ry. et al. 
19027—-The Liberty Glass Company et al. vs. La. & Ark. Ry. et al. 
baa yt Burger Brothers Co. vs. Akron & Barberton Belt R. R. 
October 21—Washington, D. C.—Examiner Weems: 
19943—Potomac Poultry Food Co., Inc., vs. Penna. R. R. et al. 


October 21—Ft. Worth, Tex.—Examiner Money: 
14935 (and Sub. Nos. 1 and 2)—Mistletoe Creameries, for and on 
behalf of Nissley Creamery Co., vs. A. T. & S. F. Ry. et al. 


October 21—Argument at Washington, D. C.: 
18207—The Cliquot Club Company et al. vs. A. C. L. R. R. et al. 
i ere Mineral Water and Beverage Assn. vs. B. & O. 
18779—The Ulster and Delaware a... B.. Co. we. N.Y. CR. BR I. 
19286—Blanchard Lumber Co., Inc., vs. N. Y. N. H Re R aia 


October 22—Argument at Washington, D. C.: 
18307—Marvil Package Company vs. Norfolk Southern R. R. et al. 
18569—The Vineland Basket Co. et al. vs. Penna; R. R. et al. 
18426—Federated Metals Corporation vs. Ill. Cent.-R. R. et al. 
18611—National Association of Hat Manufacturers, Inc., et al., vs. 
Alabama & Vicksburg Ry. et al. 
18904—Vacuum Oil Company vs. A. C. L. R. R. et al. 


October 24—Ft. Worth, Tex.—Examiners Stiles and Parker: 
* 17000—Rate Structure Investigation, Part 9—Live Stock-Western 
District Rates. 
* oe National Live Stock Assn. et al. vs. A. T. & S. F. 
y. et al. 
* 15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
* 15686—American National Live Stock Assn. et al. vs. A. T. & S. F. 


Ry. et al. 
* 16113—Oklahoma City Live Stock Exch y . S 
; AE RY, et al ‘ y xchange et al. vs. A. T. & S. 
—Healy o. vs. A. T. & S. F. Ry. et al. 
: oe Gane Be. Bs Pua = = = vs. A. T. & B..F. Ry. et al. 
orthwestern ve oc i 
; Mor ES, et ~ 4 : ippers Traffic League vs. Gt. 
udahy Packing Co. vs. O. S. L. R. R. 
* 19785—Associated Meat Co. et al. vs. T. & P. .% al. 
: 19961—Byron 8S. Jobe vs. Sou. Pac. Co. et al. 
~ 2 hae Stock from Western ‘points to Chicago-Milwau- 
* ae 2958—Stock Cattle from Wichita, Kans., to Kansas City, 
‘1. & Ss. 2965—Cancellation of Rat : i 
Sas os tae ee e and Restriction of Combination 
October 24—Washington, D. C.—Examiner Potter: 


Valuation No. 941—In re tentative valuation of th 
New Bedford Martha’s Vineyard and Nantucket ‘sb Go.” wenn 
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THE TRAFFIC WORLD 


LIMATE and soil which yield a varied and abundant harvest— 
timber—rich minerals—water power—these are among the raw 
materials of empire in the South. 


The richness and variety of nature’s gifts, and the hands in which 
fortune has placed them, have made the growth of the South inevi- 
table. Possessed of the best in American traditions, hard-working, homo- 
geneous and contented, the Southern people are superimposing a 
new industrial empire upon a proven agricultural one, giving it rank 
with the most prosperous regions of the earth. 


Fortunate those who share in the achievements of Southern enterprise 
in these eventful years. 


The Development Service of Southern Railway System, 
Washington, D. C., will gladly aid in securing indus- 
trial locations, farms and home sites in the South. 
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Valuation No. 1048—In re tentative valuation of the property of 
the Hartford & N. Y. Transportation Co. 

Valuation No. 1054—In re tentative valuation of the property of the 
New England Steamship Co. 


October 24—Washington, D. C.—Examiner Brinkley: 
Valuation No. 930—In re tentative valuation of the properties of the 
Atlantic Coast Line R. R. Co. et al. (further hearing). 


October 24—Minneapolis, Minn.—Direcor Mahaffie: 

Finance No. oint Application of Great Northern Pacific RY. 
and Spokane, Portland & Seattle Ry. for authority to the first- 
named company to acquire control by lease, and to operate the 
railroad of the latter company; to issue capital stock and as- 
sume certain liabilities. 

Finance No. 6410—Joint Application of Great Northern Pacific Ry., 
Northern Pacific Ry., and Great Northern Ry. for authority to 
the first-named company to acquire control of the other two com- 
panies by purchase of capital stock; to lease the railroads of said 
cae to issue capital stock, and to assume certain liabil- 
ties. 


TRANSCONTINENTAL RATES SUSPENDED 


In I. and S. 2983, the Commission has suspended, from 
September 25 until April 25, schedules in Agent H. G. Toll’s 
transcontinental east and west bound tariffs and in other tariffs 
providing for cancellation of all joint through transcontinental 
class and commodity rates between Pacific coast and certain 
intermediate territory, on one hand, and points in Florida penin- 
sula on the other. Combinations would apply under the sched- 
ules and higher rates would result. California and Florida ship- 
pers protested against the schedules. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the 
week ended September 17 totaled 26,622 cars, as compared with 
23,366 cars (revised) the preceding week and 31,260 cars in the 
corresponding period of 1926, according to the Bureau of Agri- 
cultural Economics of the Department of Agriculture. 

Commenting on a report of the deciduous fruit committee 
of the Pacific Coast advisory board estimating total probable 
shipments of fresh grapes from California in the present sea- 
son at approximately 62,000 cars, compared with 64,400 cars 
last year and 76,000 cars in 1925, the bureau said this report 
was “somewhat surprising,” in view of the 13 per cent heavier 
crop, compared with last year. 

Shipments of fruits and vegetables the week ended Sep- 
tember 17 were reported as follows: 


Apples, 2,486 cars; imports, 1 car; cauliflower, 172 cars; cabbage, 
775 cars; cantaloupes, 564 cars; celery, 236 cars; cucumbers, 118 cars; 
grapefruit, new crop, 21 cars; grapefruit, old crop, 4 cars; green peas, 
55 cars; grapefruit, imports, 118 cars; grapes, 6,249 cars; lemons, 105 
cars; lettuce, 689 cars; miscellaneous melons, 470 cars; mixed citrus 
fruit, 26 cars; mixed deciduous fruit, 255 cars; oranges, 742 cars; im- 
ports, 6 cars; mixed vegetables, 569 cars; onions, 1,002 cars; peaches, 
2,481 cars; pears, 1,286 cars; peppers, 50 cars; plums and prunes, 500 
cars; spinach, 18 cars; string beans, 50 cars; sweet potatoes, 831 cars; 
tomatoes, 1,069 cars; watermelons, 330 cars; potatoes, 5,469 cars. 


PENNSYLVANIA FREIGHT TRAIN SERVICE 


For the information and convenience of shippers and con- 
signees, the Pennsylvania Railroad is issuing in pamphlet form 
a compilation of its scheduled freight train service between 
leading points on its own lines, as well as junction points with 
connecting railroads. The train schedules given show the time 
of arrival at the various points designated such as “next noon,” 
“next morning,” “second morning,” “third morning,” etc., fol- 
lowing delivery of the freight to the company’s station at the 
point of shipment. The symbols by which the various trains 
are known are also furnished in each case, and the time of 
arrival is given both eastbound and westbound. In addition, 
the classification of freight accepted for each train—such as 
“merchandise,” “live stock,” perishable,” etc.—is indicated. The 
pamphlet has been prepared and is being distributed by the 
freight traffic managers of the three operating regions of the 
Pennsylvania Railroad System. 


RAILROAD FUEL COSTS 
Total cost of coal and fuel oil consumed by Class I road 
locomotives in freight and passenger train service, exclusive 
of switching and terminal companies, for the seven months 
ended with July, amounted to $181,967,311, as against $184,607,528 
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for the corresponding period of 1926, according to the Commis- 
sion’s monthly statement prepared by its bureau of statistics 
from carrier reports. 

The railroads covered by the report consumed 55,760,967 
net tons of coal in the seven-month period, as against 57,596,866 
tons in the 1926 period. The average cost per ton was $2.66, as 
against $2.62 in the 1926 period. The total cost was $148,495,- 
599, as against $150,787,023 in the 1926 period. They consumed 
1,156,052,883 gallons of fuel oil, as against 1,160,441,450 gallons 
in the 1926 period. The average cost per gallon was 2.9 cents, 
as against 2.91 cents in the 1926 period. The total cost was 
$33,471,712, as against $33,820,505 in the 1926 period. 

In July the railroads consumed 7,184,410 net tons of coal, as 
against 7,644,216 tons in July, 1926. The average cost per net 
ton was $2.64, as against $2.58 in July, 1926. The total cost was 
$18,975,255, as against $19,745,518 in July, 1926. They consumed 
157,734,570 gallons of fuel oil in July, as against 170,598,789 in 
July, 1926. The average cost per gallon was 2.77 cents, as 
against 2.95 cents in July, 1926. The total cost was $4,372,449, 
as against $5,030,299 in July, 1926. The total cost of coal and 
fuel oil in July was $23,347,704, as against $24,775,817 in July, 
1926. 


COAL PRODUCTION AND SHIPMENT 


Total coal production the week ended September 10, was 
estimated at 8,980,000 net tons by the Bureau of Mines of the 
Department of Commerce, as compared with 9,760,000 tons in the 
preceding week. This decrease was attributed to the Labor 
Day holiday. Shipments on that day were equal to about four- 
tenths of a normal working day. Anthracite production was 
estimated at 1,338,000, or 783,000 fewer tons than in the pre- 
ceding week. Even excluding Labor Day, the average daily 
production was 11.8 per cent less than the preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended September 11 totaled 847,184 tons, as compared 
with 1,016,155 tons in the preceding week. Anthracite coal 
shipped from Lake Erie ports amounted to 63,744 tons, as com- 
pared with 72,999 tons the preceding week. 

Tidewater bituminous shipments the week ended September 
10 totaled 439,603 tons from Hampton Roads, of which 288,576 
tons were for New England delivery, with none reported from 
Charleston. 


LOCATION OF CARS 


The percentage of home cars on home roads, Class I, as 
of August 15, was 68.4, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
61.2; refrigerator, 78.9; coal and coke, 72; stock, 85.3; flat, 
77.9; tanks and others, 94.6; total, 68.4. By districts the per- 
centages for all classes of equipment were as follows: Eastern, 
3 Allegheny, 76; Pocahontas, 56.5; Southern, 66.6; Western, 
i 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership, as of August 15, showed the following: 
Eastern district, 96.3 as against 94.2 a year ago; Allegheny, 101.2 
as against 101.4 a year ago; Pocahontas, 78.1 as against 81.8 a 
year ago; Southern, 94.4 as against 96 a year ago; Western, 101 
as against 101.3 a year ago; all districts, 97.9 as against 97.9 
a year ago; Canadian roads, 97.6 as against 97.7 a year ago. 


CHANGES IN DOCKET 

Hearing in No. 19568, Gamble Robinson Co. vs. Nor. Pac. 
Ry., assigned for September 22, at Minneapolis, Minn., before 
Examiner Brennan, was canceled. 

Hearing in No. 19788, New Bedford Board of Commerce vs. 
A. & W. P. R. R. et al., assigned for September 23, at New 
Bedford, Mass., before Examiner Barron, was postponed to a 
date to be hereafter fixed. 

In the Traffic World of September 17, dockets 19829, 15620, 
and 18393, and Sub. No. 1, were shown as set for hearing at 
Tulsa September 21. This was an error. The hearings were 
set for September 15. 

Hearing in I. and S. 2976, salt from St. Louis and related 
points to Texas, set for September 22, at Chicago, before Ex- 
aminer Howell, was postponed to a later date not named. 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


Traffic Service eaten erie 


THOMAS E. GRADY & CO., INC. 
Industrial Traffic Managers 


and Counselors 
SAVANNAH, GA. 
WEST PALM BEACH, FLA, 
TAMPA, FLA. 


MIAMI, FLA. 
ATLANTA, GA. 


RUBIN & SEFF 


Commerce Attorneys 
Interstate and State Commissions 
150 Nassau St., NEW YORK, N. Y. 


LEO C. SEFF 


LEONARD’S GUIDE 


Freight —Express—Parcel Post 
Rates and Routing 


G. BR. LEONARD & CO. 
15 East 26th St., New York. 155 No. Clark St., Chicago 





October 





EDITOR! 
CURRED 


DECISIC 


Pota 
Te 


Lum 
Ss. 
Indiz 


172 


Bost 
wo 


Whe 
186 
Ohio 
183 


Nati 
(m 


PROPOS 
Loss A 
SHIPPI 
MISCEL 


COORD 
LI 


THE O 
OCEAN 
QUEST 
PERSO 
NEW | 


DOCKE 


THI 


WAS 
MILLS 
Phone 








0. 18 


nmis- 
istics 


0,967 
6,866 
6, as 
,495,- 
lmed 
llons 
ents, 

was 


1, as 
> net 
was 
limed 
9 in 
, as 
1,449, 
and 
July, 


was 
the 
| the 
abor 
four- 
was 
pre- 
laily 


ports 
ared 
coal 
20m- 


aber 
3,576 
rom 


, as 
etin 
ion. 
Box, 
flat, 
per- 
ern, 
ern, 


cars 
ing: 
01.2 


101 
97.9 
Ago. 


Pac. 
fore 


vs. 
New 


620, 
Eat 
rere 


ited 





October 1, 1927 THE 





TABLE OF CONTENTS 


UT OIE. ovis nics cin cinin sibinw:sinig vides 6i5i6'5.0:9 wero wie Keeeewinse Cee Sieieseine.s 717 
CURRENT TOPICS IN WASHINGTON. ......cccccccccccccccccces 721 


DECISIONS OF THE COMMISSION: 


Potatoes and vegetables from western points to points in Ark., 
Tenn., Ky., Mo., and Okla.; I. and S. 2879 (mimeographed). 723 


Lumber, restriction of transit privilege on at Chicago; I. and 


ey III 2 ota sactis:din ae-alle orpre we nei 40w heiere per dewinecin 723 
Indianapolis Board of Trade et al. vs. B. and O. et’al.; case 
17291; grain and products (mimeographed)............esseee 723 
Boston Wool Trade Assn. vs. A. T. & S. F. et al.; case 17384; 
ee I, | oc raccnntnesaasaredewesensseebeesavewe 723 
Wheeler Publishing Co. et al. vs. A. T. & S. F. et al.; case 
18621; school books (Cmimecographed)......scccccseveseceoesce 723 
Ohio Farm Bureau Federation et al. vs. A. C. & Y. et al.; case 
18362; livestock mixture rule (mimeographed)............... 723 
National Tube Co. vs. A. T. & S. F. et al.; case 18586; pipe 
CIEE | iertce riorcneeecspaneenconeeerece oatineeee mess 724 
PROPOSED REPORTS IN I. C. C. CASES....... ccc ccccccccccces 725 
LOSG AND DAMAGE: BDECISIONG 6 oic.cicccciccwiivcswccsvcsccscceoses 729 
ONE EE + NIETO, oso. 0:6 5un6: ian aleieg. diesere oun edie, e010 bis Giawpid wialorapiaerne 729 
MISCELLANEOUS TRAFFIC DECISIONS............ccccccccccces 730 


COORDINATED TERMINAL SERVICES (Article No. 11)—By G. 


Co ER ee en ee ee 735 
Tes MN WINN a acoso Seas isis) Pala isa a isis srSinrate Rnteitnera nuoteousieors 740 
ee Te AUN UPI, NO tis, sic chaste oordh aria: $e aie: eratwieve epi miera-eiencuanegia ele /erenm 742 
UES TIS PUT PITTS ois oisicciessnstadwieecewescecsiqeewanens 750 
PERGCTIAL, WWE WS FIND NOTES oo ois.5isisdes ciiese since ster gucseeaie 760 
Oe MUTI 56510. ssioth ait ore di snid-%i sis 6/oiermrbiee ens ewe eet 762 
OCH CO VE Se ino si nidie osleeinccideu es tie weneeeewe 764 


THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET STREET 
Phone, Main 3840 Telephone, State 8635 


TRAFFIC WORLD 








































Uy, 
fy 
if 


TARIFF’ FILES 


are replacing Non-Expanding Files, Box Drawers 
and Binders because they save time and space 


Test these improved 
files for 30 days FREE 


Every tariff and supplement 
instantly available. You can 
remove or replace any issue 
without disturbing others. 





You can read the whole front 
form of any tariff without 
removal from the file. Self- 
indexing. 


i i oer! 
\ 

A gentle push to close the 

drawer and all tariffs are 

safely compressed, Automati- 


cally, into the least space. 


These patented features and other advantages may now be 
had in the most complete line of tariff files on the market. 


Send for No. 27T Steel Equipment Catalog and Trial Plan 


Automatic File & Index Co., E. 10th St., Green Bay, Wis. 
Factory Branch Displays at Chicago, Milwaukee, Detroit 


The Popular 
Automatic 
Counter- High 
File---handles 
54% feet of 
solid tariffs. 






Automatic conven- 
ience plus handy 
counter, reference top 
and office divisions at 
cost of merely files. 


No. 3500T COUNTER HIGH Tariff File, 
42 in. high, 11% wide, 24% deep. Bolt to- 
gether into solid appearing continuous 
counters. Contains 3 Automatic V Ex- 
panding Tariff Files. 


Among the prominent Automatic users, The 
American Radiator Co. says: ‘‘Most satis- 


factory’? — “Most satisfactory tariff files we have ever used 
or seen. The Automatic feature preserves the tariffs which are 
always easily accesstble.’’ 


Below is a view of their installation at Chicago 
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Shippers: 
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BOSTON 


BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Hoffman, V. P. & Gen’l Mgr. 
666 Summer St., Boston 
Adequate, modern dockage facilities, direct 
rail connection all railroads — direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship — no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 


BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca ae mS Streets 
o, N. i. 


panies. General warehousing with 
pool car distribution and cartage 
facilities. 


PHILADELPHIA 


PHILADELPHIA TIDEWATER 
TERMINAL 


G. M. Richardson, Gen. Mgr. and 
Treasurer 
10 Chestnut St., Philadelphia 
Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 


All structures are concrete and steel, completely sprinkler protected, ~ 

and security with lowest possible insurance rates. Our Single Unit Policy of tion under a 

management specializing in the operation of terminal and warehouse facilities insures uniform stand 

ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 
Write or telephone the company nearest to you and our rates and arrangements will be promptly 

furnished, together with descriptive illustrated folder. . 






















The Chain of Tidewater Terminals 
and 
Allied Inland Warehouses 





NEW YORK 
ATLANTIC TIDEWATER TERMINALS 


G. W. Green, V. P. & Gen’l Mgr. 
17 State St.,. New York 


Two modern fireproof double-decked piers, 1820 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 


all reilroads—slips 250 ft. wide—Quicker docking and~ 


undocking, faster arrival and departure. Best labor 

conditions—Faster loading and discharging—Less 

stevedoring costs. No lighter or barge detentions— 
No long trucki: No piting—Maxi- 
mum roof storage di- 
rect from ship—No 

transfer cha 

age and 





PHILADELPHIA 


MERCHANTS WAREHOUSE CO., 
10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, Supt. 
Eleven mamm warehouses, with 
floor area of 1,300,000 square feet, 


Liberal advances on stored goods. 





NORFOLK 


NORFOLK TIDEWATER 
TERMINALS, INC. 








Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space—- Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economical 
handling, all classes of cargo— Forty 
acres open storage space for lumber, metals 
and ores. No lighterage. Served by Nor- 
folk’s eight Trunk Lines. 


The above means great money saving to you. Read carefully —then direct 
your freight to be delivered to these splendid terminals, and warehouses. 


afford. greatest safety 


HARVEY C. MILLER, President 


319 Commercial Trust Building, Philadelphia, Pa. 
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THE SOO LINE’S GREAT 


Freight Terminal 
Chicago 


The terminal is located in 
the heart of the business 
and manufacturing district 
of the city and covers 11 
city blocks. 


Facing at its northern end on 
Twelfth Street the structure oc- 
cupies the entire area between 
Canal and Clinton Streets, cross- 
ing Maxwell street, Fourteenth 
Street and Fourteenth Place, then 
turning to the west the tracks cross 
Jefferson and Union Streets. 
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MENOMINEE 


ALWAYS DEPENDABLE _ MANITOWOC 
FREIGHT SERVICE eenaaie 


Boston, Mass., 40 Central St. 
Poli Y., 409-410 Iroquois 
Chicago, Ill., 707 Standard Trust 


B 
Chipreve Falls, Wis. 
Cleveland ©. dO. 018 Union Tran lig ‘t Spokane, W -Oul'N Bank Bldg. 
ee ° 1006 at'l 
Detroit, Mich. dg. Omaha, Neb., 725-26 W. O. W. Superior, Wash, 100 
Duluth, Minn., 820 West St. ic, N. A Tacoma, Wash., 1118 Pacific Ave. 


ve, 
Grand Mich., 416 Pa., Cross Locust St. at 15th 
Todienapobe, t Ind. 480 Merch. Bank Bae Pittabargh Pe ost Oliver Bldg Winnipep, Man. 608-604 Lombard Bldg. 
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Some Railway Essentials 


It takes more than trains and tracks to 
make a modern railway plant. These are fun- 
damental, but there are other essential ele- 
ments. 


Millions of dollars are invested, for ex- 
ample, in station buildings for the accommoda- 
tion of passengers and the reception and de- 
livery of freight, in shops and machinery for 
repairing cars and locomotives and in engine- 
houses where locomotives are sheltered and 
made ready for service. The buildings in use 
on the Illinois Central System alone, if brought 
together, would cover the space of a fairly 
large city. 


Signals, too, are important factors in rail- 
way operation. They vary in kind and cost 
from relatively inexpensive hand-operated 
markers, which show the position of switches, 
to elaborate and expensive automatic electric 
systems, which control the movement of trains. 


Facilities for replenishing the fuel and 
water supplies of locomotives are established 
at short intervals along the line. Elevated bins 
filled by mechanically operated buckets or 
belts serve as coaling stations. Water tanks 
are provided up to a maximum capacity of 
200,000 gallons. In many localities treating 
plants must be maintained to prepare the wa- 


ter supply for boiler use. The Illinois Central 
System operates 107 fuel and 378 water supply 
stations. 


The costs of providing such essential fa- 
cilities, of keeping them in repair and of en- 
larging or replacing them from time to time 
are among the principal items of expenditure 
by the railroads. The Illinois Central System, 
for example, has spent in the last five years 
for the installation, upkeep and improvement 
of its tracks and adjacent facilities, not includ- 
ing cars and locomotives, more than a quarter 
of a billion dollars. 


The railroads must continue to make large 
expenditures for the upkeep and moderniza- 
tion of their properties to keep in advance of 
the ever-growing transportation requirements 
of the country. Consequently, the earning 
power of the railroads must always be such 
that the money needed will be steadily forth- 
coming from revenues and from investors. 
The benefits to the public of good transoprta- 
tion depend largely upon railway credit. 


Constructive criticism and suggestions 
are invited. 
L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, October 1, 1927. 
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The Industrial Metropolis of America 


ATURE’S vast storehouse of raw mraterials— 

favorable climatic conditions—ample rail and 

water transportation —adequate labor —cheap 
power—handy markets—all of these have combined to 
place Pittsburgh in foremost position in production of 
iron and steel, coal and coke, oil and gas, electrical 
materials, glass, industrial chemicals, food stuffs and a 
great variety of other manufactured articles. 


With fourteen million people within two hundred 


up 





Pittsburgh;Pa. <i 


miles, and sixty-nine million people within five hundred 
miles, the Pittsburgh District affords unequaled oppor- 
tunity for additional manufacturing to meet the needs 
of this population. 


This Company, serving the West and South Sides of 
the Pittsburgh District with belt line service in connec- 
tion with all trunk lines, offers its active aid in the estab- 
lishment of manufacturing or distributing enterprises 
along its line. 


Montour Railroad Company ~ Oliver Building 
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Sheet steel is only one of the 
many products that are being 
braced with Acme Unit-Load. 
It has been adopted as the 
standard method of car brac- 
ing by large shippers of Paper, 
“a Oil, Building Supplies and 


many other products. 








Held in the Grip 
of Stout Steel Bands 


When heavy sheets of steel run amuck—especially 
if they are oiled and highly polished—they create 
tremendous havoc. Needlessly! 





The simple, easy way to protect them from damage 
is to bind them into units— with Acme steel bands. 
And— it’s also least expensive. 


No skilled mechanic needed. No expensive, un- 
reliable wood bracing, which adds dunnage to 
freight bills. Just stout steel bands, 1)4 inches 
wide, that bind your shipments into units of such 
mass and weight that they absorb the shocks of 
transportation. 





fe 


The manufacturer that shipped 
this load of steel thought it was 
amply braced with heavy tim- 


Without obligation, you are invited to put your 
shipping problems up to our Unit-Load Engineers. 
They will gladly go over your bracing problem 





Montreal 








bers. Yet look at the damage! 


Acme Unit-Load is safer, sim- 
pler — and loads are ‘“‘Bound 
to Get There ” 


with you and devise a plan that will enable you 
to ship your products with the greatest safety — 
at the lowest cost. 


Acme Steel Company 


2840 Archer Avenue, Chicago 


New Orleans 


Atlanta 


Brooklyn Seattle 


Los Angeles 


San Francisco 
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LOUISIANA PECANS : en ri 
| ) OUISIANA grows more wild pecans per acre only those with combination of high quality A Dm 

ry than any other state in the Union. Lou- and yield. 97 oo pt 

5 isiana is a pioneer state in grafting and Pecan groves are to be seen all along the lead | m 
we 4 propagating pecans; a good many of the fine Southern Pacific Lines from New Orleans to so as 

EZS thin-shelled varieties have originated here. pe Texas lines and many groves are being s¢ ao ra 
23 eg The State Experiment Station has devoted a aqrer b mng “te ane ai ton teens eee wy 5 t 
xB 5° great deal of attention to the selection of best tries of Southwest Louisiana. One Parish = m $ 
om © varieties through a long period of years sO _ shipped last year over $1,000,000 worth of ° tt 
@ @ that the commercial orchards are stocked with pecans. | 
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